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hose Hi Shipping’ 


‘s of Yours 
There’s a Reason—Yes, surely, 
but do you know just what it is? 


Do you know why you pay 20 to 30% more for packing boxes than is necessary, 
with a total cost for packing twice as high as it ought to be? Why your losses for 
damage and pilfering in transit are so frequent? Why you use ten times more space 


for storage of boxes than you need? 

There is a reason all right and it’s a plain one, if 
unlike the most progressive manufacturers you are not 
packing the H & D way—-not using the 


H INDE ® DAUSH 
CORRUGATED FIBRE BOXES 


which assure low distribution costs and safety for your 
product. 

The corrugated fibre box has proved an important 
factor in economical shipping, but in order to secure the 
greatest service, it’s not enough that it be designed and 
made right; it must be made of the right stuff—Box 
Board. There is no other satisfactory material, nothing 
else will produce a strong, durable container, nothing else 
is used by the Hinde & Dauch Paper Co. 

The box board used for H & D Corrugated Fibre boxes comes from seven modern paper mills owned 
and operated by The Hinde & Dauch Paper Company. The raw stock that goes into these mills is selected 
and graded so as to produce the best corrugated box boards. Each sheet is manufactured under the eye 
of the boxmaker in accordance with his requirements solely. 

This plan, plus improved box machinery and modern factory methods, gives H & D Corrugated Fibre 
boxes their distinctive H & D quality. 

_ The boxes here shown were photographed in actual use. They contain Inks. Few commodities re- 
quire a better container, yet these money-saving boxes have been used successfully for years by the manu- 
facturers of these goods. If you want the safest packing for your product, combined with savings all along 
the line in your shipping—if vou would enlarge your market through better shipping methods and at the 
same time reduce the cost of doing business, send to-day for “HOW TO PACK IT,” a book that has 
saved money for live concerns all over the Country—one that will save money for you. No charge for this 


s The Hinde & Dauch Paper Co. 


SANDUSKY, OHIO 


For Canadian Trade, Address Toronto, Canada 


















The National Industrial Traffic League. 

Object.—The object of this league is to 
interchange ideas concerning traffic mat- 
ters, to co-operate with the Interstate 
Commerce Commission, state railroad 
commissions and transportation compa- 
nies in promoting and securing better un- 
derstanding by the public and the state 
and national governments of the needs of 
the traffic world; to secure proper legis- 
lation where deemed necessary, and the 
modification of present laws where con- 
sidered harmful to the free interchange 
of commerce; with the view to advance 
fair dealing and to promote, conserve 
and protect the commercial and trans- 
portation interests. 

Headquarters—Tacoma Bldg., 5 North 
La Salle St., Chicago. 


Officers 


, BO BOO: oc. caces she eh ck. ee President 
Manager Traffic Department, Cin- 
cinnati Chamber of Commerce and 
Merchants’ Exchange. 

W. H. Chandler........... Vice-President 
Manager Transportation Dept., Bos- 
ton Chamber of Commerce. 

Oscar F. Bell......... Secretary-Treasurer 
T. M. Crane Co., 836 South Michi- 
gan Ave., Chicago, II. 

pe ge re Asst. Secretary 
5 North La Salle St., Chicago. 


Commercial Traffic Managers of Philadel- 
Phia. Walter B. Grieves, Pres.; T. Noel 
Butler, Secy., Philadelphia, Pa. 

National Implement and Vehicle Associa- 
tion. W. J. Evans, Freight Trf. Mer. 
American Trust Bldg., Chicago, Il. 

Northern Pine Manufacturers’ Associa- 
tion. H. S. Childs, Secy., Minneapolis. 

Manufacturers’ Association, in charge of 
traffic of industries located at Sterling 
and Rock Fails, Ill. 


St a, ) MONEE Sep Oe 6 doa eae aes oD a President 
& WN. Bradford ..:.....35: Vice-President 
W. J. Burleigh ...... Secretary-Treasurer 
Wise Mb SAOM hin. 0 4s cowie vic Traffic Manager 


All correspondence relative to move- 
ment of traffic to or from Sterling and 
Rock Falls, Il, should be addressed to 
the Traffic Manager, General Offices, 
Lawrence Building, Sterling, Il. 
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The Memphis Freight Bureau. L. R. 
Donelson, Pres.; W. G. Thomas, Vice- 
Pres.; James S. Davant, Commissioner, 
Memphis, Tenn. 

Traffic Bureau of Associated Industries, 
Central Manufacturing District. Knee- 
land Ball, Pres.; . Eberly, Vice- 
Pres.; B. T. Rath, Secy. and Traffic 
Director, Chicago. 

National League of Commission Merchants 
of the United States. John C. Scales, 
Pres.; Chicago, Ill.; R. S. French, Busi- 
ness Manager, 90 West Broadway, New 
York. 


TRAFFIC CLUBS. 


Baltimore Traffic Club. W. W. Erdman, 
Pres.; C. C. Kailer, Secy. 

Birmingham Traffic and Transportation 
Ciub. T. L. Hill, Pres.; J. W. Bryan, 
Secy. 

Brooklyn Traffic Club. Joseph Mills, 
Pres.; Frank Rochambeau, Secy. 

Buffalo Transportation Club. J. H. Me- 
glemry, Pres.; Henry Adema, Secy. 

Chicago Traffic Club. Fred Zimmerman, 
Pres., W. H. Wharton, Secy. 

Chicago Transportation Association. A. D. 
Davis, Pres.; W. I. Chudleigh, Secy. 
Cincinnati.—Traffic Club of the Chamber 
of Commerce. B. H. Stockman, chair- 

man: T. J. McLaughlin, Secy. 

Cleveland Traffic Club. J. W* Clark, 
Pres.; M. F. Doyle, Secy. 

Dallas Traffic Club. Mark Ford, Pres.; 
C, E. Hinds, Secy. 

Dayton, O.—Traffic Club of the Greater 
Dayton Association. J. W. Cobey, 
Chairman; E. G. Biechler, Secy. 

Denver Commercial Traffic Club. F. M. 
Andrews, Pres.; Kk. Flickinger, Secy. 

Detroit Transportation Club. Arthur 
Maedel, Pres.; W. R. Hurley, Secy. 

Erie Traffic Club. KE. F. Smith, Pres.; 
M. W. Eismann, Secy. 

Fort Worth Traffic Club. 
Pres.; R. R. Wilson, Secy. 

Freeport, itl.—Greater Freeport Traffic 
Club. W. H. Jenner, Pres.; F. F. Pep- 
perdine, Secy. 

Grand Rapids Traffic Club. L. M. Mac- 
Pherson, Pres.: R. L. Byerly, Secy. 

Houston Traffic Club. R. H. Spencer, 
Pres.; F. A. Leffingwell, Secy. 


R: .E. Lay, 


Leading Commercial and Traffic Organizations 


Indianapolis Transportation Club. Wil- 
liam Thorn, Pres.; L. E. Stone, Secy. 
Jacksonville Traffic Club. R. H. May, 
Pres.; F. C. Sawyer, Secy.-Treas. _ 
Kansas City (Mo.) Railroad Club. Wal- 
lace A. MacGowan, Pres.; Claude Man- 

love, Secy. “ 

Kansas City Traffic Club.*. John W'. Mc- 
Coy, Pres.; Alfred A. Wild, Secy. 

Lima Transportation Club. Lloyd P. Sher- 
rick, Pres.; D. L. Rupert, Secy.-Treas. 

Los Angeles Traffic Association. C. A. 
Thurston, Pres.; H. C. Smith, Secy. 

Louisville Transportation Club. F. G. 
Maus, Pres.; S. J. McBride, Secy. 

Milwaukee Traffic Club. C. C. Backus, 
Pres.; H. L. Taylor, Secy. 

Minneapolis Traffic Club. L. H. Caswell, 
Pres.; J. E. Lindquist, Secy. 

Newark Traffic Club. Arthur Hamilton, 
Pres.; Roy S. Busby, Secy. 

New England Traffic Club, Boston. W. 
P. Libby, Pres.; C. A. Anderson, Secy. 


New York Traffic Club. Thomas A. 
Gantt, Pres.; C. A. Swope, Secy. 

Omaha Traffic Club. E. C. ‘Wilbur, Pres.; 
Cc. D. Baline, Secy. 

Peoria Transportation Club. T. A. Grier, 
Pres.; C. H. Gillig, Secy. 

Philadelphia Traffic Club. George J. Lin- 
coln, Pres.; Don C. Hunter, Secy. 

Pittsburgh Traffic Club. J. F. Townsend, 
Pres.: D. L. Wells, Secy. 

Portland Transportation Club. 
Hallock, Pres.; W. O. Roberts, Secy. 

Rockford Traffic Club. J. H. Miller, Pres,; 
L. E. Golden, Secy. 

Salt Lake City Transportation Club. A. 
R. MeNitt, Pres.; R. E. Rowland, Secy. 

San Francisco Transportation Club. Henry 
Avila, Pres.; James G. Melvin, Secy. 

Seattle Transportation Club.. W. H. Olin, 
Pres.: F. C. Nessly, Secy.-Treas. 

Spokane Transportation Club. Chas. V’. 
G. Shinkle, Pres.; J. W. MacIntosh, 
Secy. 

St. Louis Traffic Club. 
Pres.;: W'. S. Crilly, Secy.-Treas. 

Toledo Transportation Club. Joseph Gold- 
baum, Pres.: Harry S. F'ox, Secy. 

Topeka Traffic Association. J. F. Haskell, 
Pres.: Samuel E. Lux, Secy.-Treas. 

Washington Traffic Club. D. M. Fisher, 
Pres.: W. B. Peckham, Secy. 
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PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 





Charles Conradis 
Practices before the 
Interstate Commerce Commission 


Jean Paul Muller 


ACCOUNTANT AND ATTORNEY-AT-LAW 


420-424 Woodward Bidg., Washington, D. C. 
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Attorneys and Counselors 


Practices Before the Interstate Suite 904 Commerce Building, Kansas City, Mo. 
Commerce Commission Special Attention to Rete Claims and 
1605-14 Pierce Bldg., St. Louis, Mo. | practice Before Interstate Commerce Commission 


Leslie J L ’ 
former U. 8. Atty. 


Walter E. McCornack Paul 


Formerly attorney for Interstate Commerce Com- 
mission; Counselor at Law 


Suite 956 First Nationa! Bank Bidg., 
Chicago, Ill. 


former Asst. U. 8. 
. Bradley. Otis M. 
Lyons & Smith 
LAWYERS 
Mr. Bradley, formerly with Interstate Commerce 
i of the preparation of cases 


Hugh C. Smith 
Atty. 


. has charge 
Suite 1003-6 Republic Bidg., Kansas‘ City,—Mo 


Hal _ Smith W. 8S. Morris, Jr. 
(Beaumont, Smith & Harris) Attorney at Law 


Practices Before Interstate Commerce| Transportation Law and Interstate 
Commission Commerce Cases 


1123-28 Ford Bidg., Detroit,\Mich. (510 Law Bidg., 


Cc. D. Chamberlin 
| Attorney at Law and Commerce 
Counsel 


1019-1023 Rose Bldg. _ Cleveland, Ohio Norfolk, Va. 
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Robert W. Hall George B. Webster ——a James, Ballard 


Attorney and Counselor Counsel in Interstate Commerce and vstang in 
Interstate Commercé Cases Public Service Commission Cases 


Re Ben eee te International Life Building | sos ous and geen and transportation oe 
-620 Third National Bank ; (Gommeree Gounea) aw wee 
8ST. LOUIS, MISSOURI St. Louis ofc, oe where E = x ohare iy & Foonmmmnes Mapestl 


THOMAS L. PHILIPS 


ATTORNEY AT LAW 

Sulte 1806 Third National Bank Bidg., 
ST. LOUIS, MO. 
Formerly attorney Missouri Pacific and St. L., L. M. 
& 8. By. companies, Denver & Rio Grande RB. B. 
Co. and American Refrigerator Transit Co. Counsel 
in Interstate Commerce and Public Service and Util- 
ity Commission cases. 


_ RICHARD TOWNSEND > 


COUNSELLOR AT LAW 
B. G. Dahlberg Commerce counsel, practicing before In- 


terstate Commerce Commission and Pub- 
lic Service Commissions. Six years’ prac- 
COMMERCE EXPERT tical experience in traffic matters. 
829 OLIVER BLDG., 


PITTSBURGH, PA. 


John R. Walker 


Watson & Abernethy 


Rufus B. Daniel ATTORNEYS AT LAW INTERSTATE COMMEROE LITIGATION 


-Inters Comm 1601-20 Pioneer Bidg. St. Paul, Minn | Commerce Counsel Southern Hardweod Traffic 
annotate erce Cases only 421 New York Life Bidg. Kanses City, Me.| ... 0:5 a0 mae 
695 Mills Building, El Paso, Tex. unsey ——— ashingten, D. 0. 


Arthur B. Hayes R. W. Ropiequet George Patterson Boyle 


ATTORNEY-AT-LAW ATTORNEY AT LAW 


Colorado Building, Washington, D. C, F wei f 
/ Interstate Commerce and ormer cong | Or 
Former member of of the 3 Department of of Justice as Public Utilities ry ae P ; 
6s dams tree ? 
Chicago . 


Interstate Commerce Litigation | First National Bank Building, Belleville, IN. 
a Specialty 506 Mermed & Jaceard Bidg., St. Louis, Me. 


«Ralph N. Kellam | Gustavus B. Spence 
ATTORNEY AT LAW Consulting Counsel 


Interstate Commerce Cases Interstate Commerce Cases Only 
State Commission 


Cases Formerly with the Interstate Commerce 
Commission 


1101 Stephen Girard Bidg. 
‘ 502-604 Penobscot Buildin 
Philadelphia, Pa. DETROIT, MICHIGAN * 


BORDERS, WALTER & BURCHMORE 
655-561 Rookery, CHICAGO 


M. W. Borders Luther M. Walter John 8. Burehmere 
CORPORATION, INSURANCE Formerly Attorneys for Interstate Commerce Commission 
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Who Must Keep UP TO THE MINUTE 


On Tariff Filings, Rejections, Suspensions, oy the other Most Important 
Traffic 
Our Daily Traffic World and Traffic Bulletin Will Appeal 


LET US SEND SAMPLES | 
THE TRAFFIC SERVICE BUREAU, _  =- CHICAGO | 


As a Friend of THE TRAFFIC WORLD, please mention this paper In writing to attorneys, 
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Storage Battery Industrial Trucks are Big Money Savers 


Here is a storage battery industrial truck and tractor used by the Panama Railroad 
Company on their Crystobal docks. This truck has replaced a sufficient number 
of laborers to save $19.00 aday. This is a remarkable record when it is taken into 
consideration that laborers in Panama receive only 90 cents a day or 10 cents an hour. 
This truck is equipped with 15 cells, Type 13-MV “fronclad-=Exide”’ Battery. 
@ Storage battery industrial trucks and tractors equipped with “fronclad-=Extde’”’ 
Batteries will save you money. Let us send you a copy of our new bulletin on the 
subject and furnish you with any other information you desire. 


THE ELECTRIC STORAGE BATTERY CO. 










1888 PHILADELPHIA, PA. 1916 
New York Chicago Cleveland Denver Pittsburgh Rochester San Francisco Boston 
St. Louis tlanta Washington Detroit Toronto 
















Is There a Hole in Your Money Bag? 


Mr. Railro ad Offici al : Will you condescend to answer a few questions pertaining to the conserva- 


tion of railroad earnings? 








Isn’t it a fact that a good percentage of your revenue is applied in the adjustment of claims emanating from 
shipments in bags? 

Isn’t this leak a noticeable one? 

Would you be favorable to the modification of the classifications increasing rates on shipments in bags? 

Can you not appreciate the resultant saving? 











¢ 





The barrel has no strings to loosen, cannot be slit by a stray nail, torn from careless handling, nor is a ship- 
ment in barrels susceptible to damage from a leaky roof, particularly does this apply to flour and sugar. The liability 
of pilferage is also lessened, and there are a hundred other reasons favorable to the barrel. We would be pleased 
to tell you more about it, or with your permission we will have a representative call. 


J. D. HOLLINGSHEAD CO.,, 7° &iiéJécrit.se** 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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Equipment 


Personal service, no matter how well conceived, must 
be backed by adequate equipment in order to be 
efficiently carried out. Otherwise, it falls into the class 
of good intentions. : 


The Wells Fargo organization is equipped to give per- 
sonal service to the nation. 


110,000 miles of railroad and steamboat lines—special 
cars—trains—delivery trucks and wagons—hundreds of 
agents—thousands of employes —all co-operating to 
achieve the harmony which alone can offer a service 
careful in the smallest detail. 


Business men want rapid transportation of their goods, 
safety, and the supervision of a responsible company. 
That is why merchants and manufacturers 


Ship via Wells Fargo 


Wells Fargo & Co Express 


Send to 51 Broadway, New York, for booklet which will tell 
you why “It Is To Your Interest To Use The Express’’ 


As a Frjend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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CURING THE CAR SHORTAGE EVIL 





It is to be expected, as well as hoped, that the 
action taken by the American Railway Association, 
through its car service commission, looking toward 
the abatement of the present car shortage, as an- 
nounced in our columns last week, will have impor- 
tant results. The decision of the larger roads east 
of Chicago to deliver to western roads twenty per 
cent more box cars than are received from western 
roads cannot, if lived up to, have other than a de- 
cidedly helpful effect. And certainly the eastern 
roads ought to be able to accomplish much with con- 
signees by the plan to urge them to unload as 
rapidly as possible cars now ready for delivery and 
to avoid ordering goods that cannot be promptly un- 
loaded. The mere statement of the situation ought 
to be enough to induce consignees to do as requested 
in this respect, but where it is not enough, personal 
effort on the part of railroad representatives will 
often be adequate. 


But even with the utmost endeavor on the part 
of the railroads and co-operation on the part of 
shippers and consignees, this plan, though it may 
avail much, is at best only a makeshift and cannot 
entirely clear the situation. Its authors seem to 
realize this, for they recommend these measures for 
immediate relief “pending a further investigation 
of the facts and an attempt to deal with principles.” 
What is needed is study and some permanent plan 
that will operate to cure the recurring attacks of 
car shortage, except where some unusual emergency 
is responsible. The present is an unusual emer- 


gency, to be sure, but we have these car shortages 
the present 


periodically and predicament, due 
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though it is to unusual emergency, would not be 
nearly so serious if there had been a greater degree 
of preparedness for what might be called the usual 
and customary emergencies. 

For instance, we hear railroad men say that one 
of the causes of these car shortages is the actual, 
physical shortage of cars, the railroads not being 
financially able to buy enough cars to move properly 
the tonnage of the country in busy seasons. And 
they assert that in spite of this fact many of those 
who complain most of the shortage of cars are 
among the most bitterly opposed to proposed in- 
creases in rates that would provide money for nec- 
essary equipment. If the railroads feel that there is 
justice in that position and they have the facts to 
back it up, why do they not enter on some plan of 
campaign to lay the information before the public 
and to educate it to what they feel to be the proper 
point of view? They cannot expect the public to get 
the facts by inspiration, especially when there are 
so many orators and writers, both sincere and in- 
sincere, on the other side of the question. The plan 
has been tried before in specific instances, we be- 
lieve, with more or less satisfactory results. It 
might be done again. At least, until it is tried, the 
railroads ought not to be surprised if the public has 
not an entirely correct view. 

We mention that as only an example of what the 
railroads might do. Perhaps it would not be a wise 
plan, and, doubtless, even if it was considered wise, 
it ought to be supplemented by other methods. We 
have no doubt that the actual physical handling of 
cars and trains could be done more efficiently after 
proper study, and means such as the cutting down 
of free time at the ports are efficacious. The Inter- 
state Commerce Commission will doubtless co-op- 
erate in any such arrangement that seems neces- - 
sary or reasonable. But brains and study must be 
applied with the idea of effecting a permanent cure. 


BOAT LINE OWNERSHIP 





If the announcement in regard to the organization 
of the Great Lakes Transit Company is correct in 
detail, it would seem that most of the harmful ef- 
fect that it was feared would result from the order 
of the Commission for the railroads to divorce their 
boat lines has been prevented. This company, ac- 
cording to the announcement, will control eighty- 
five per cent of the passenger, packet freight and 
grain steamships navigating the great lakes, having 
purchased thirty-five of the vessels that the rail- 
roads were compelled to dispose of, with a freight 
capacity of 150,000 tons. The thirty-five vessels, it 
is stated, include all but six of the formerly rail- 
road-owned boats. We say most of the harmful 
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effect feared has been prevented, for it was the fear 
that the railroads, if they could sell their boats at all, 
would sell them—as they have already sold sonie 
of them—to the trans-Atlantic or coastwise trade 
and that there would be little or nothing to take 
their place on the lakes. 

But even with that danger removed, there has 
been some loss in the situation. In the first place, 
there are fewer boats on the lakes by the number 
of those sold by the railroads before the Great Lakes 
Transit Company made its purchase. This may or 
may not prove to be hurtful, depending on whether 
the boats remaining can take care of the demands of 
traffic, but the outlook now is that it will be so. In 
the second place, the Commission, while it retains 
control of through rail and water rates in so far 
as the new company fulfills its avowed intention of 
filing such tariffs, loses all control of mere lake traf- 
fic, which, while the railroads owned the boats, it 
had by virtue of that very ownership. 


Even if the loss has not been as great as may be 
feared or even if it prove to be nothing at all, it 
may well be asked what has been gained and 
whether the Commission has not enforced without 
reason the section of the Panama Canal act which 
forbids railroad ownership or operation of boats 
that may or do compete with the rail lines of the 
carrier companies, except where the Commission 
gives permission. If there is nothing to be gained 
by refusing that permission, especially where there 
is little or no objection to the permission being 
granted and much pressure from both carriers and 
shippers that it be granted, and where no positive 
harm can be shown to have resulted from railroad 
ownership or operation, why should the Commis- 
sion seek to withhold permission merely because it 
sees a possibility that harm might result? Why not 
wait for some overt act or some actual evil? 

The amendment to the Panama Canal act giving 
the Commission this power to grant permits, as it 
were, for railroad operation of boat lines or, to put 
it the other way, giving the Commission power to 
issue divorce decrees, was wisely conceived, we be- 
lieve, and we would not have it revoked. But its 
purpose was to give the Commission power to cor- 
rect real evils such as may easily be imagined and 
such as have been actually experienced in some 
cases. There is no inherent wrong in the ownership 
of a boat by a railroad. We do not mean to say 
that the Commission holds that there is, for it has 
often held otherwise, but we believe it is still a 
little too rigid in its policy. It is at least hard to 


see what good could have been expected from its 
order in this lake lines case or what good has re- 
On the other hand, harm was widely pre- 
dicted and, as we have said, that harm has not been 


sulted. 
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entirely prevented even by this large purchase o/ 
boats by the Great Lakes Transit Company at a 
time when boats are in such demand on the seas. 
We never saw much danger of financial loss to the 
railroads through their having to sell their boats, 
for just now boats are exceedingly valuable prop 
erty. Weare assuming in all this that the new com- 
pany is what it appears on the surface to be—an in- 
dependent boat line company. 


The indications are that on through lake and rail 
traffic there will be no change in rates or other con- 
ditions. Business will go on much as it did under 
railroad ownership. On purely water traffic the boat 
line, not being owned by the railroads and there- 
fore not subject to control by the Commission ex- 
cept when it makes joint rates with the railroads, 
will do as it pleases. The chances are that if the 
boats owned by the new company can find plenty 
of business, they will not reduce rates on such traf- 
fic to a point where the rail carriers might suffer. 
But suppose they should do so, now or at some 
other time. It would look, then, would it not, as if 
the competing rail carrier should be permitted to 
reduce its rate—say from Duluth to Buffalo—to 
meet the water competition without reducing rates 
between intermediate points? Probably it would 
have little trouble in getting such permission under 
the fourth section. It would appear reasonable, 
then, assuming that the lower rate was made merely 
for the purpose of meeting the water competition, 
that the railroad would wish to restore the higher 
rate at the close of navigation and keep it there un- 
til navigation was resumed, and that it ought to have 
the right to do so. 

But here we are up against one of the complica- 
tions that almost always arise to perplex when it 
is desired to work out a traffic problem. The law 
is that a rate thus reduced to meet water competi- 
tion shall not be restored inside of two years unless 
for some other reason than the disappearance of the 
competition it was designed to meet. So, the rail 
rate once down to meet this lake competition, it 
could not be restored during the season of closed 
navigation and the rail carriers would have to keep 
on doing business at less than a reasonable rate 
through the winter as well as the summer months. 
To be sure, that would seem like an unreasonable 
application of the law to a situation it was never 
meant to cover, but it is the law, nevertheless, and 
we do not see how it could be circumvented, Pos- 
sibly, if the situation should come, a curative amend- 
ment might be adopted by Congress. But this ex- 
ercise of the imagination serves at least to show 
what complications might arise to vex as a result 


of the Commission’s policy of divorce. We may not 
(Continued on page 502) 
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CURRENT TOPICS IN WASHINGTON 





The Cement Case Decision.—None 
of the equipment of a prophet, it 
is believed, is needed to back up the 
assertion that the opinion of the Su- 
preme Court in the Allentown’ Port- 
land Cement case is going to furnish 
the foundation for a wide discussion. 
Justice McReynolds, who wrote the 
opinion, did not use much language. 
He seems to have got down to the 
nub of what he was talking about 
when he said, “If a universal rate of $1.35 could not justly 
be complained of by a locality, certainly it is not dis- 
criminated against or unlawfully prejudiced because, fail- 
ing to agree, most of the carriers have established an 
80-cent schedule. In the circumstances disclosed it is im- 
possible rightly to conclude that Jersey City is being. 
subjected to ‘any undue or unreasonable prejudice or 
disadvantage.’ As the facts reported afford no foundation 
for the Commission’s findings, enforcement of the order 
based thereon must be enjoined.” The fact of the matter 
is that the Commission, in that case, tried to give the 
complainant relief, not by finding that the $1.35 rate was 
unreasonable or unjustly discriminatory against it, but 
by finding that the Philadelphia & Reading had discrimi- 
nated against Jersey City, although the latter had not 
complained. A finding that the Allentown company had 
been unjustly discriminated against would have subjected 
the Commission to litigation on the ground that, inasmuch 
as the Reading had not made the 80-cent rate, but had 
merely accepted a rate other carriers had made, the dis- 
crimination could not be charged against it. In effect 
the order was a decree requiring the Reading to make 
as low a rate to Jersey City on cement from a mill on 
its lines as other carriers had made from mills on their 
lines, and that the Reading engage in competition at 
Jersey City from a point on its lines, although it had no 
desire to compete in that way. 








One Can’t Always Teli.—Appraised by his dignified de- 
meanor, William Ainsworth Parker, of the Baltimore & 
Ohio legal staff, is a double first cousin of Carlyle’s Pro- 
fessor Dryasdust, if not his twin brother. That is probably 
why, at a hearing on paper rates in New York City, he 
nearly broke up the meeting. The attorney for the pro- 
testants called to the stand a gentleman of impressive 
appearance. The witness told his name, his age, and so 
forth, and then, answering a further question, he added, 
“I am business manager of the World.” Parker winked 
his eyes. Then, sotto voce, remarked, “Some job, some 
job.” The examiner and everybody else heard him, and 
the witness’s explanation that he meant the New York 
World, a newspaper, did not calm the meeting. Nor did 
the blushes of Parker. That was several months ago. 
He has not yielded to an impulse to be frivolous since 
then. 


The Hard Coal Situation.—By modifying its order in the 
hard coal case, the Commission has so improved the out- 
look for the hard coal roads somewhat. They are still 
between the upper and nether millstones with a little 
pressure on the side, exerted by the Commission. Their 
rates must come down on April 1, and probably on May 
| they will have to pay more to the miners. There is a 
suspicion that the Commission took judicial notice of the 
fact that the trainmen are demanding a twenty or twenty- 
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five per cent increase in pay and the miners one of un- 
certain percentage, and that probably both will get the 
increases at about the time the rates for carrying coal 
are due to come down. The Commission is authorized 
to consider all factors of cost in transportation. In theory 
they have nothing to do with the cost of producing a 
commodity a common carrier hauls, but the Commission- 
ers cannot ignore that the railroads are in fact, if not in 
name, the miners of a considerable quantity of the coal 
they haul. It would not be surprising if the coincidence 
of these demands for higher wages and lowered rates 
would persuade the railroad owners that it would be 
well for them to divorce themselves as much as possible 
from the coal mining business, even if the commodities 
clause is not strong enough to compel them to do so. 
Of course, every practical man of affairs knows that but 
for the strong financial backing of the railroads interested 
primarily in the transportation of the hard coal, the de- 
posits of that mineral by now probably would be so near 
exhaustion that their future would look gloomier than 
it does now. The unrestrained competition that exists in 
the soft coal fields has brought them to the verge of 
bankruptcy—without corresponding beneiit to the users of 
coal. The trunk lines are now trying to save the coal 
business in Ohio and Pennsylvania from a smash, but 
they are not getting along fast with their proposition 
relating to lake cargo coal. Unless they do succeed the 
smash will probably come, even as it came in the Wesi- 
phalian fields of Germany twenty years ago. But the 
American government is not a despotism, such as prevails 
in Germany. Wherefore, if the trunk lines do not suc- 
ceed, men with far sight believe the big soft coal fields 
will fall upon distress greater than has existed in the 
Ohio and Pittsburgh fields, although the suffering in them 
has been intense, as the Ohio authorities can testify. 
The Ohioans are trying to solve it by inviting still more 
competition by reducing Ohio state rates. 





Railway Mail Pay.—Chairman Moon of the House post- 
office committee brought tears to the eyes of those who 
remember the fight to give the Commission the authority 
to prescribe rates for the future, by declaring that the 
question of mail pay is a “legislative question” which 
should not be delegated to a commission, even if the 
House had the power. That was such an old friend. It 
brought tears to the eyes of those who could recall 1906, 
just to think of that old friend tottering around and per- 
forming service for the lawmakers when he had become 
so aged and infirm. That was Mr. Moon’s reason for 
opposing “Uncle Joe” Cannon’s motion that the Interstate 
Commerce Commission be authorized to prescribe the 
rates found by it to be reasonable, instead of sending the 
question back to the House. The amount at issue, some- 
thing like $5,000,000 or $6,000,000, is such a bagatelle in 
comparison with the sums with which the Commission 
deals every day, that it would hardly be worth mentioning. 
It is the difference between what the House was saying 
Postmaster-General Burleson may pay and the sum the- 
railroads think they should receive and the sum they feel 
assured the Commission would give them if the question 
were referred to it with no more strings attached than 
are affixed to the rate complaints filed by the hundreds 
every year. But Mr. Moon almost wept over the thought 
of authorizing the Commission to make a final disposition 
of such a question. 





The Pipe-Line Report.—The Trade Commission, in its 
report to the Senate on “Pipe-Line Transportation of 
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Petroleum,” says, among other things: “The Interstate 
Commerce Commission has not yet determined what rates 
and requirements are reasonable, because, as already 
noted, it is at present making an investigation of the 
subject of pipe-line transportation in the eastern fields.” 
That language has been taken as a criticism of the rate 
regulating body, softened somewhat by the declaration 
that the non-action is due to the fact that it is making 
an investigation. It is not such in the eyes of those who 
know that not one of the petroleum shippers has taken 
the trouble to make a complaint alleging rates or require- 
ments to be other than in compliance with the law. When 
the present tariffs were filed, those connected with the 
Commission expected complaints in large numbers. Some 
producers sent men to look over the files of the Com- 
mission. They made motions as if they intended to file 
complaints, but nothing ever happened. The Commission 
had to allow the rates to go into effect. It could not 
suspend them because no rates would then have been 
in effect and transportation could not have been carried 
on. While the Commission has power to proceed against 
a carrier on its own motion, it would be foolish to pro- 
ceed unless it could obtain testimony tending to show 
unreasonableness. In other words, while it can proceed 
on its own initiative, it must have the backing of some- 
body who feels aggrieved, if it hopes to get anywhere. 
Thus far it has received no particular help from the 
ones supposed to be suffering because of the unreasonable 
rates and rules, and it is far from certain that the rates 
on pipe-line transportation are as much above the mark 
of reasonableness as the report of the Trade Commission 
intimates. No railroad rate is ever made on as close a 
margin as the report of the Trade Commission suggests 
—namely, cost, including depreciation, plus six per cent 
as a reasonable profit. In actual operation, a railroad 
needs something more than a statistician’s estimate as 
to what would be a reasonable rate. Statisticians wno 
appear before the rate commission freely concede that 
cost plus six per cent is not enough, chiefly because they 
are not even half sure they have counted all the items 
of cost. A. E. H. 


RAILWAY MAIL PAY 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


The House of Representatives has passed the post office 
appropriation bill, which prescribes an alternative basis 
for the railway mail pay—either weight or space—with 
terminal allowances and a mass of detail, none of which 
is easily comprehensible even to men who have been 
working with freight rates all their lives. The space 
basis seems to be an adaptation of the scheme which a 
man named Cowles has been trying to persuade Congress 
to adopt for the last twenty-five years. It appears to 
have been adapted by Representative Lewis of Maryland, 
whose friends refer to him as the father of the parcel 
post. 

As a concession to the railroads and to those who can 
see no good reason why the Interstate Commerce Com- 
mission should not prescribe the rates to be paid by the 
Post Office Department,.as it does for every other de- 
partment of the government and all the people who 
constitute the United States of America, the bill author- 
izes the railroads, if those controlling fifty-one per cent 
of the mileage so elect, to take the question as to what 
would be a reasonable rate of pay, to the Commission. 
If an appeal is taken to the Commission, the latter shall 
make an investigation “of the justice and reasonableness 
of rates then in effect, grant hearings to parties in in- 
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terest, and report to Congress at the earliest practicable 
date thereafter the results of such investigation, making 
specific findings as to whether the rates fixed herein 
should be increased or decreased, and, if either, how 
much. Such report shall show for each steam railroad 
company operating, if practicable, the amount of mail 
service rendered, the cost of performing same, and a 
comparison of the earnings of such railroad company from 
the mail traffic with those from express traffic and other 
passenger-train traffic.” : 

For the purpose of such investigations, the bill says, the 
Commission shall have all the powers which it is now 
authorized to exercise in the investigation of the reason- 
ableness of rates, and the postmaster-general is directed 
to furnish to the Commission such information regarding 
the mail service as may be requested by it. 

The bill establishes the alternative basis of weight or 
space, or a combination of each, with such additional 
allowances as the postmaster-general may deem reason- 
able. It authorizes the postmaster-general to take an ap- 
peal to the Commission if he desires and also authorizes 
an appeal by the railroads under the conditions herein- 
before set forth. Inasmuch as the alternative basis is 
the one formulated by the postmaster-general, against the 
protest of the carriers, no one expects him to take an 
appeal. Should the big railroad systems controlling 51 
per cent of the mileage of the country be satisfied with 
the allowances made to them by Mr. Burleson, the short 
lines would be shut dut from recourse to the Commission. 

Former Speaker Cannon undertook to amend the bill 


by authorizing appeal to the Commission to make a reason- 


able rate for the mail pay in the same way that it makes 
reasonable rates for the hundred million people com- 
posing the United States of America, as he said. Mr. 
Cannon said there was no reason for placing the post- 
master-general under a different rule from that applying 
to other folks, but he was voted down, 79 to 54. 

The bill, by means of the so-called Madden amendment, 
limits the parcel post. package to 50 pounds. At present 
the law leaves the limit of weight at the discretion of the 
postmaster-general. Representative Lewis of Maryland, 
who was not in the House when the Madden amendment 
was adopted, made an ineffectual effort to have that 
amendment stricken out. 

Owing to an unusual parliamentary situation, he could 
make his attack only by moving to recommit the bill 
with instructions to report it back forthwith with the 
Madden amendment stricken out. The House obviously 


“desired the limitation to remain, because it voted down 


the motion to recommit by a majority of 40, the vote 
being 179 nays to 139 yeas. Mr. Lewis, in his remarks 
on the subject, broadly intimated that his colleagues in 
adopting the 50-pound limit had done so from improper 
motives. He declared that it was the death knell of the 
parcel post system, his assumption being that the express 
companies have been working for exactly what Mr. Mad- 
den persuaded the House to do. In the debate the fact 
was brought out that country postmasters were shipping 
coal, cement, sand and other low-grade commodities by 
parcel post. They can afford to do that because all the 
money paid for stamps at their offices goes into their 
pockets. A postmaster who is also a merchant can ship 
such commodities without a cent of expense to himself. 
When, as a merchant, he buys ten dollars worth of stamps 
from himself as postmaster, he transfers the money from 
one pocket to the other and the railroad carries the 
freight in its baggage or mail car for the small amount 
of money the government pays for the carriage of the 
mails, 





bo 
tr 


Xt 
au 





t, 
it 


1, 
it 
t 


— 


<— @ 


nN 


“te BF ©) — DM OD 


~~ = WS. CS 


~ 


= 


Aw 











2 uvivgraph Copyright, Harris & Ewing, Washington. 


Decisions of Interstate Commerce Commission 


HARNESS TO OKLAHOMA 


1. AND S. NO. 616 (37 I. C. C., 726-729) 
Submitted Oct. 15, 1915. Decided Feb. 14, 1916. 


1. Saddlery Commodity. Rates Cancellation Justified.—Proposed 
cancellation of commodity rates on harness and saddlery and 
saddlery hardware, from Dallas, Waco, Paris, Fort Worth, 
Little Rock, Fort Smith and other points in Texas and Ar- 
kansas, and from Shreveport, La., to points in Oklahoma, 
found _to be justified, and order of suspension vacated. 

2. Saddlery a Valuable L. C. L. Commodity, Properly Moving 
Under Class Rates.—Harness and saddlery and saddlery 
hardware are less-than-carload articles of high grade, rated 
in the upper classes, and move almost invariably at class 
rates. The cancellation of the commodity rates will, there- 
fore, restore as to that traffic the usual basis of charge. 
It will also remove the disadvantage of competing manu- 
facturers at Kansas City and other points who pay the 
class rates into Oklahoma, certain of whom have com- 
plained. 





Thomas Bond for St. Louis & San Francisco R. R. Co. and 
receivers, Paris & Great Northern R. R. Co., and St. Louis, San 
Francisco & Texas Ry. Co. and receivers; J. F. Garvin for Mis- 
souri, Kansas & Texas Ry. Co., Missouri, Kansas & Texas Ry. 
Co. of Texas, Houston & Texas Central R. R. Co., Galveston, 
Harrisburg & San Antonio Ry. Co., Houston, East & West 
Texas Ry. Co., and Texas & New Orleans R. R. Co.; R. N. 
Rowland for Chicago, Rock Island & Pacific Ry. Co. and Chi- 
cago, Rock Island & Gulf Ry. Co.; A. Landry for Atchison, 
Topeka & Santa Fe Ry. Co. and Gulf, Colorado & Santa Fe 
Ry. Co.; G. S. Maxwell for Dallas Chamber of Commerce and 
other interveners; G. T. Atkins, Jr., for Shreveport Chamber of 
Commerce, Lee Hardware Co. and Thomas Ogelvie Hardware 
Co. 


HARLAN, Commissioner: 


For some years past harness, saddlery and saddlery 
hardware from Dallas, Waco, Paris, Fort Worth, Fort 
Smith, Little Rock and other points in the states of Texas 
and Arkansas, and from Shreveport, in the state of Louisi- 
ana, to various points in Oklahoma have moved on com- 
modity rates. By the schedules suspended in. this pro- 
ceeding, upon the protest of various commercial interests 
at Dallas, Shreveport and Oklahoma ,City, it was proposed 
by canceling those rates to make the class rates effective 
on this traffic. About 90 per cent of the articles covered 
by the terms harness, saddlery and saddlery hardware 
in Western Classification move on first class rates, about 
7 per cent on second class and 3 per cent on fourth class 
rates. Using Durant, Chickasha, Muskogee and McAlester 
as representative destinations in the state of Oklahoma, 
the commodity rates in effect at the time of the hearing 
and the increased rates that would result from the new 
tariffs, are shown in the following table, Dallas and 
Shreveport being taken as typical points of origin: 


From Dallas. From Shreveport. 


Old New Old New 

To— rates. rates. rates. rates. 

50 0.96 

48 45 .34 

DUCES: sickens daesaateere ee 41 34 73 62 
74 1.40 

65- 1.20 

CRAGIN, 6555.65 8s obits yes 5d 40 4 80 .89 
86 1.30 

75 1.13 

MUR 66.05 500s 6. See 55 53 80 -90 
71 1.27 

63 1.11 


MOAMOMORE us essves'edevene's 56 46 80 ‘81 


While this proceeding was pending, and shortly after 
the hearing had been had, the respondent, the St. Louis 
& San Francisco Railroad Co., by tariff filed to become 
effective on Aug. 18, 1915, reduced the class rates from 
Shreveport to certain destinations on its lines in the state 
of Oklahoma. The first, second and fourth class, rates 
from Shreveport to Durant, for example, were reduced 
from $1.26, $1.06 and $0.81 to 96, 84 and 62 cents, re- 
spectively. 

It will be noted from the table that the proposed in- 
creases in the rates from Dallas are not so great as the 
increases proposed from Shreveport. A large part of the 
state of Louisiana, not including Shreveport, is at present 
blanketed under one rate on traffic into Oklahoma, this 
being due, as the respondents state, to the wide diversity 
of routes of the various lines from Louisiana into Okla- 
homa, some of the latter operating west and some east 
of the Mississippi River and certain of them through 
Memphis. ‘ 

The commodity rates in ,question were first established 
from Dallas, then from other points in Texas, and still 
later from Shreveport and points in Arkansas. This 
action was taken by the ‘carriers when Oklahoma was 
a territory and, as is stated, to assist in building up the 
traffic of the carriers. With the development of Oklahoma 
as a state, however, a harness manufacturing establish- 
ment was started at Oklahoma City, and in 1912 com- 
plaint was made to the carriers by the traffic association 
of that city that these commodity rates placed the Okla- 
homa manufacturers at an undue disadvantage on traflic 
shipped wholly within that state. Oklahoma state traffic 
moves on class rates prescribed by the railroad com- 
mission of that state, the rates being published by the 
carriers under a protest noted on their tariffs. The car- 
riers were advised by the traffic association of Oklahoma 
City that unless the commodity. rates here under con- 
sideration were canceled a complaint against the state 
rates would be made to the Corporation Commission of 
Oklahoma. Such a complaint is now on file with that 
commission, but was placed upon the suspense docket at 
the request of the complainant when the tariffs under 
suspension in the proceeding now before us were filed. 
Manufacturers at Kansas City also pay the class rates 
on shipments of these commodities into the state of Okla- 
homa, and in 1914 the transportation bureau of that city ' 
advised the respondents that if the commodity rates 
into Oklahoma were maintained from the points of origin 
involved in this proceeding this Commission would he 
asked to issue an_order directing the removal of the 
discrimination either by the establishment of commodity 
rates from Kansas City or by the cancellation of the com- 
modity rates of which complaint was made. 


The position of the respondents is that harness, sad- 
dlery and saddlery hardware are high-grade articles which 
move almost invariably in less-than-carload quantities and 
at class rates, commodity rates being a marked excep- 
tion to the rule. They contend also that the situation 
is one that should be dealt within this proceeding along 
the broad lines of classification, in that manner removing 
the discrimination which at present exists against the 
manufacturing points from which the class rates apply, 
and leaving for consideration in a further proceeding, if 
that should be necessary, the question of the reasonable- 
ness of the class rates from the several points into Okla- 





homa, and their relation one to the other. The protestants, 
on the other hand, assert that they are interested only 
in the volume of the rate, whether it be called a class 
rate or a commodity rate. While this is doubtless the 
case, we cannot ignore the fact that rates for the trans- 
portation service are divided into class rates and com- 
modity rates and that some articles, such as coal, lumber, 
sand and other products which move in large volume and 
in. carload quantities, are usually accorded commodity 
rates, while articles of general merchandise, of which 
harness, saddlery, and saddlery hardware are highly rep- 
resentative, moving in less-than-carload quantities, usually 
take the class rates. What might be primarily a rate 
question in one case therefore might properly be consid- 
ered a classification problem in another, and the proceed- 
ing now before us is essentially a classification matter. 
The record shows clearly that commodity rates on this 
traffic constitute a departure from the usual basis and 
result in an undue preference of the manufacturing points 
from which they apply. 

The class rates from Dallas and other Texas points are 
those prescribed by us as maximum rates in Corporation 
Commission of Oklahoma vs. A. & S. Ry., Co., 26 I. C. C., 
520 (The Traffic World, April 19, 1913, p. 860). The 
manufacturers of Dallas come into competition with the 
manufacturers at Kansas City, St. Joseph and St. Louis, 
from which points the class rates apply. The discrimi- 
nation against those points could, of course, be removed 
either by a reduction in their class rates or by an increase 
in the commodity rates here involved. The mere fact, 
however, that the respondents voluntarily established and 
have maintained these commodity rates for a number of 
years would not justify us in requiring their continuance 
in the face of a showing that they should be canceled 
and restored to the usual customary rate basis. In Rates 
on Knitting Factory Products, 25 I. C. C., 634 (The Traffic 
World, Jan. 25, 1913, p. 214), we said: 


To the extent that jobbers in Little Rock and Fort Smith have 
been enabled to extend their trade solely by reason of prefer- 
ences in rates such preference should be removed rather than 
continued. 

And that principle is equally applicable here. 

Upon the whole record we have reached the conclusion, 
and so find, that the respondents have justified the pro- 
posed cancellation of the commodity rates here involved. 
The cancellation of certain of the commodity rates under 
suspension in this proceeding was considered also in 1915 
Western Rate Advance Case—Part II, 37 I. C. C., 114, 
146 (The Traffic World, Jan. 1, 1916, p. 17). Following our 
order in that proceeding the tariff under suspension 
therein was directed to be canceled on or before Jan. 
31, 1916, but without prejudice to such future disposition 
of these rates as might be made in this proceeding. By 
a tariff filed to become effective Jan. 19, 1916, the com- 
modity rates in question were restored pending our de- 
cision in this proceeding. We wish to be understood here 
as holding only that the cancellation of the commodity 
rates on this particular traffic and the application thereto 
in the future of the class rates has been justified. The 
class rates from Shreveport to some of the Oklahoma des- 
tinations here involved are under consideration in Shreve- 
port Chamber of Commerce vs. K, C. S. Ry. Co., now 
pending, and it will be understood that our finding here 
is subject to any conclusions that may be reached and 
announced in the case just mentioned. 

An order will be entered vacating the various orders of 
suspension herein involved. 


ALLOWANCES ON COAL 








CASE NO. 5922 (38 I. C. C., 40-50) 


MITCHELL COAL & COKE CO. VS. PENNSYLVANIA 
RAILROAD CO. 


Submitted Dec. 18, 1914. Decided Jan. 24, 1916. 


1. Carrier May Pay for Service on Private Tracks, or Perform 
it With Its Own Engines, but Practice Must Be Non-Dis- 
criminatory.—The service over private tracks from the 
mines and coke ovens of shippers to the rails of the carrier 
is neither compelled nor prohibited by statute or at common 
law; but whichever course the carrier pursues the statutory 
inhibition of unjust discrimination and unreasonable prefer- 
ence or advantage must be observed. 

2. Excessive Allowances to Shipper Confer Undue Advantage.— 
When the carrier employs a shipper to perform this service 
for it, if the compensation is excessive, the shipper obtains 
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an unreasonable preference and advantage in violation of 
the regulating statute. 

3. Allowances Given to Competitors of Mitchell Coal and Coke 
Co, Unreasonably High.—The allowance paid by the defend- 
ant here to the competitors of the complainant was un- 
reasonable and unlawful to the extent that it exceeded 8 
cents per ton, 





Joseph Gilfillan for complainant; F. I. Gowen for defendant. 


HARLAN, Commissioner: 

This proceeding is before us in consequence of the 
decision and direction of the Supreme Court of the United 
States in an action begun against the defendant here by 
the Mitchell Coal & Coke Co. in the federal court for 
the eastern district of Pennsylvania to recover damages 
because of alleged unlawful rebates and preferential rates 
accorded by the defendant carrier to competing shippers 
of coal and coke during the period from April 1, 1897, to 
May 1, 1901. ‘The cause of action was the payment to 
certain competing shippers of allowances that were al- 
leged by the complainant to have constituted an unlawful 
preference and rebate, and by the defendant to have been 
payments:for actual and necessary transportation serv- 
ices performed by the shippers in the defendant’s behalf. 
The case finally reached the court of last resort, where 
it was held that it should be dismissed, as to certain 
features, on the ground that it was the function of this 
Commission, and not of the court, to decide the admin- 
istrative questions involved. The court, however, upon 
its own motion, stayed the order of dismissal to give the 
complainant “a reasonable opportunity within which to 
apply to the Commission for a ruling as to the reasonable- 
ness of the practice and the allowance involved.” Mitchell 
Coal Co. vs. Penn. R. R. Co., 230 U. S., 247, 267. 

For the purpose of obtaining a clearer understanding 
of the issues, we shall first discuss the facts leading up 
to the filing of the suit as they appear of record in the 
Supreme Court of the United States, a transcript of which 
was filed in this proceeding. 

During the period immediately preceding the action coal 
and coke operations were being conducted in the state 
of Pennsylvania by the Mitchell Coal & Coke Co., the 
Altoona Coal & Coke Co., the Glen White Coal & Lumber 
Co. and the Millwood Coal & Coke Co. in the Clearfield 
coal district, and by the Bolivar Coal & Coke Co. and the 
Latrobe Coal & Coke Co. in the Latrobe coal district. All 
these operations were reached from the rails of the défend- 
ant carrier by spur tracks ranging in length from one-third 
of a mile to 5 miles. The spur leading to the Bolivar mine 
was owned by the defendant railroad company, all the others 
being owned by the several coal companies. These coal and 
coke shippers, with the exception of the Bolivar and 
Latrobe companies, moved their products from the mines 
and coke ovens to the rails of the defendant carrier with 
their own power. 

The Mitchell Coal & Coke Co., here complainant, owned 
and operated several mines and collieries on the line of 
the defendant in the Clearfield district. Its Gallitzin 
colliery, the one directly involved in this proceeding, was 
located approximately 1 mile from the main line of the 
defendant. Although the practice of paying allowances to 
shippers for services performed by them, between their 
operations and the defendant carrier’s rails, was in effect 
prior to the year 1890, it is alleged that the officers of 
the complainant had no knowledge of that fact until 1898. 
Before the period of the action and until 1899 the de- 
fendant carrier moved the coals of the complainant from 
the Gallitzin colliery to its main line. Being informed 
that competing coal companies were performing the serv- 
ice for themselves and were receiving from the defendant 
carrier 10 cents per ton therefor, the ‘complainant, in 
October, 1899; and for the sole purpose of receiving a 
similar allowance, installed a locomotive at its Gallitzin 
mine, and thereafter continued to perform all the service 
incident to moving the loaded and empty cars between 
its mine and the main-line junction. The defendant, how- 
ever, declined to pay allowances on the ground that it 
was itself prepared to perform the service, although, be- 
cause of operating conditions, it could not do so eco- 
nomically at the Altoona, Glen White and Millwood mines. 
An offer by the complainant to perform the service for 
5 cents per ton was likewise declined. 

The mines of the Altoona company were located at Kit- 
tanning, distant between 4 and 5 miles from the main 
line of the defendant. The mine opening was at an eleva- 
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tion of 800 feet above the point of connection between 
the main line and the spur track, and in order to reach 
that elevation a connecting spur was constructed with 
three switchbacks and a maximum gradient of 4 per cent. 
For hauling the coal and coke to its rails the defendant 
for many years paid the Altoona company, on traffic des- 
tined to points on the Hollidaysburg branch, an allowance 
of 13 cents on coal and 10 cents on coke. On coal and 
coke destined to points east of Altoona the allowance was 
18 cents and 20 cents, respectively. On Jan. 1, 1902, the 
allowance on coke was discontinued and that on coal re- 
duced to 12 cents per ton, this being done, however, sub- 
sequent to the period of the action. 

The mines of the Glen White company were connected 
with the defendant’s main line by a spur track approxi- 
mately 2 miles long, constructed with light rails, having 
sharp curves and a maximum gradient of about 3 per cent. 
For handling its coal to the line of the defendant with 
its own power over this spur track this company prior 
to 1902 received from the defendant an allowance on both 
coal and coke of 15 cents a ton. On Jan. 1, 1902, the 
allowance on coke was discontinued, but the 15-cent al- 
lowance on coal was still made. In 1906 the allowances 
were again changed and payments of 10 cents per ton 
on both coal and coke were made not only to the Glen 
White company, but to the. Altoona company as well. 

The mines of the Millwood company were reached from 
the defendant’s main line by approximately 214 miles of 
narrow-gauge track, the operations over it being conducted 
by means of narrow-gauge equipment belonging to the coal 
company. Until April, 1899, the Millwood company re- 
ceived from the defendant an allowance of 15 cents a ton, 
and thereafter of 10 cents a ton, for hauling its product 
from the mines to the main line. 

While the mines and ovens of the Latrobe and Bolivar 
companies also were connected with the main line of the 
defendant by spur tracks, the defendant, and not the coal 
companies, performed the service between the mines and 
coke ovens and the main line. Allowances of 10 cents 
and 15 cents a ton were, nevertheless, made to these 
companies by the defendant upon the theory that such 
payments were necessary to ‘permit these operators to 
compete with those in the Clearfield district. 


In November, 1905, the complainant here before us 

brought suit for damages against the Pennsylvania Rail- 
road Co. in the Circuit Court of the United States for the 
eastern district of Pennsylvania, the cause of action be- 
ing as hereinbefore related. The referee to whom the 
case was submitted found that the payments to certain 
shippers, under the guise of “lateral allowances” or “track- 
age” were in fact mere rebates and resulted in undue 
and unreasonable discriminations against the Mitchell 
company. The amount of damages was fixed at $41,373.65. 
The referee’s report, modified as to the measure of dam- 
ages, was confirmed by the lower court, 181 Fed., 403, 
the district judge holding that— 
Whether it (the allowance) was such a compensation as the 
defendant might lawfully pay, or whether it was an unlawful 
rebate in disguise, was a question of fact, and the referee has 
decided it in favor of the plaintiff. With this finding I agree. 

Before judgment was entered, however, the carrier 
moved to dismiss the case on the ground that until this 
Commission had passed upon the legality of the allow- 
ances and the reasonableness of the amounts paid, the 
court, as a federal court, was without jurisdiction. The 
motion was granted, 183 Fed., 908, and the proceeding was 
then taken by writ of error to the Circuit Court of Ap- 
peals of that circuit, where it was dismissed, the court 
holding that the question could be reviewed only by the 
Supreme Court of the United States, 192 Fed., 475. 

We have already referred to the decision of the Supreme 
Court of the United States on the jurisdictional question. 
In so far as the payments to the Bolivar and Latrobe 
companies were concerned, it was held that since the 
carrier itself performed the transportation service, it 
owed nothing to those companies, and that the allowance 
was therefore a mere gift, a rebate, and ipso facto illegal. 
Being an act prohibited by law, its status of illegality was 
not dependent upon or affected by any finding of fact 
the Commission could make; a ruling by this Commission 
was therefore held by. the court to be unnecessary. In 
the ease of the other companies named, a different con- 
clusion was reached, and we quote from the last para- 
sraph of the court’s decision, p. 266: 
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The judgment, therefore, must be reversed in so far as the 
action is based upon payments to the Latrobe and Bolivar com- 
panies, and affirmed in so far as based upon payments to the 
Altoona, Glen White and Millwood companies. But owing to 
the peculiar facts of this case, the unsettled state of the law 
at the time the suit was begun and the failure of the defendant 
to make the jurisdictional point in limine so that the plaintiff 
could then have presented its claim to the Commission and ob- 
tained an order as to the reasonableness of the practice or al- 
lowance—direction is given*that the dismissal be stayed so as 
to give the plaintiff a reasonable opportunity within which to 


. apply to the Commission‘ for a ruling as to the reasonableness 


of the practice and the allowance involved; and, if in favor of 
the plaintiff, with the right to proceed with the trial of the 
cause in the district court, in which the defendant shall have 
the right to be heard on its plea of the statute of limitations 
as of the time the suit was filed and any other defense which 
it may have, 

We therefore are here concerned only with instances 
where the shippers received allowances for moving the 
coal and coke from their mines and ovens to the rails 
of the defendant carrier, the court having ruled that it 
is the duty of this Commission to determine the reason- 
ableness both of the practice and of the allowances made 
under it. 

During the period of the action blanket rates were ap- 
plied to all markets, those from the Clearfield district 
being 20 cents a ton less than those applied from the 
Latrobe district, and although by express tariff provision 
the rates were made applicable only from the railroad 
stations, the defendant nevertheless in practice applied 
them from the mines and coke ovens of the shippers. 
The complainant here contends that even if the allow- 
ances were reasonable the payment of them was unlaw- 
ful, because made for a service not included in the rate 
and not authorized by the tariff. This contention would 
be absolutely sound under the Act to regulate commerce 
as it is in force to-day, the requirement of section 6 
being that carriers shall not furnish to any shipper or 
person any privileges or facilities in the transportation ° 
of passengers or property, except such as are specified 
in their tariffs; and this provision is strengthened by the 
authority given to the Commission under section 15 to 
determine what reasonable maximum allowance may be 
paid by a carrier to a shipper for a service of transporta- 
tion rendered or any instrumentality furnished. But the 
statute in force when the transactions herein considered 
took place did not prohibit the furnishing of services not 
expressly authorized by tariff, nor did it forbid the pay- 
ment to shippers of allowances therefor. It did, however, 
by sections 2 and 3 prohibit and declare to be uniawful 
every unjust discrimination and unreasonable advantage 
or preference with reference to commerce between the 
states. It is thus clear that, while the practice of the 
defendant was not ipso facto unlawful, under the statutes 
then in force, because it was not authorized by tariff, it 
nevertheless was unlawful if the practice resulted in un- 
just discrimination or unreasonable advantage or pref- 
erence. 

The service over private tracks from the mines and 
coke ovens of shippers to the rails of the carrier is not 
now nor was it during the period of the action either 
compelled or prohibited by the statute or by the common 
law. To furnish it or to withhold it is within the dis-’ 
cretion of the defendant; but whichever course is pur- 
sued the statutory inhibition of unjust discrimination and 
unreasonable preference or advantage must be observed. 
In the exercise of this right the defendant elected to fur- 
nish the service and therefore its admitted undertaking, 
so found by the Supreme Court of the United States, was 
to transport the product of the shippers from their mines 
and coke ovens at the rates published in its tariffs. If 
all the shippers of coal and coke were furnished the same 
character of service and also were required to pay the 
published tariff rates therefor, the undertaking in itself 
would not be discriminatory, nor would it result in un- 
reasonable preferences or advantage. In order, however, 
to overcome physical disabilities, such as unusual grades, 
light rail and abnormal curvatures, the defendant em- 
ployed some of the shippers to. perform a part of its 
undertaking by hauling their products from their mines 
and coke ovens to its rails, paying to them for this service 
varying allowances. Even this practice by itself would 
not be discriminatory, nor would it result in unreasonable 
preferences or advantages if the allowances to all ship- 
pers who performed the services were no more than 
sufficient to compensate them for its cost, including a 
reasonable profit of the same percentage to all shippers. 
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If, however, the allowances included appreciable profits of 
unequal percentages, the shippers receiving the greater 
percentage of profit were given unreasonable preferences 
and advantages over competing shippers who received no 
such allowances because the defendant carrier, instead 
of themselves, either did or was ready and willing to 
perform the service. : 

It will be remembered that having encountered certain 
physical disabilities in reaching the mines and coke ovens 
of the Altoona, Glen White and Millwood companies, the 
defendant chose to employ these shippers to haul their 
products to its rails, but that no such disabilities had to 
be overcome in reaching the mines of the complainant; 
and although the complainant, subsequent to October, 
1899, voluntarily performed the same character of service 
as did its competitors, the defendant nevertheless refused 
allowances therefor upon the ground that it was ready, 
willing, and preferred itself to perform the service. A 
somewhat similar situation was presented in General 
Electric Co. vs. N. Y. C. & H.'R. R. R. Co., 14 1. CG. C,, 
237, 244 (The Traffic World, July 11, 1908, p. 48), and we 
there held that— 


The complainant is not entitled to compensation as demanded , 


by it in the complaint or on any other ground developed upon 
the record. It assumed charge of the work of switching cars 
between its storage tracks and various points within the in- 
closure of its plant, not because the defendants refused longer 
to spot cars for it or because they did not give the complainant 
a reasonably good service in that respect, but simply because 
the growth of its business to vast proportions, the multiplica- 
tion of its buildings, and the extension of its switching arrange- 
ments within the inclosure required the complainant to take 
charge of the interior switching for itself and to exclude the 
defendants from its plant. And it now demands compensation 
for doing that which it claims the defendants are under the 
obligation to do, but which it does not and could not permit 
them to do. On that ground alone the complaint is without 
merit. 

That case was cited with approval in United States vs. 
Baltimore & Ohio R. R. Co., 231 U. S., 274, 293, wherein 
it was held, to quote from the syllabus, that— 

A carrier may compensate a shipper for services rendered 
and instrumentalities furnished in connection with its own 
shipments; and if the amount is reasonable it is not a pro- 
hibited rebate or discrimination, even if the carrier does not 
allow other shippers to render and furnish similar services 
and instrumentalities and compensate them therefor. 

The report of the referee before whom the case here 
before us was first heard, as shown upon the transcript 
of the record in the Supreme Court of the United States, 
contains the following finding of fact in connection with 
the operations of the Altoona and Glen White companies: 

The grade and curvature on these branches operated to 
materially control and: restrict the number of cars that could 
be moved with safety at one time over the same. Dependent 
upon the weather conditions, the number that could be safely 
moved varied from four to six, and the time consumed in the 
movement, because of such grades and curvature, of each 
draft of cars was about four times as great as would have been 
consumed in the movement of the same number of cars the 
same distance over a comparatively level line, 


The above finding is confirmed by the testimony of 
record here by operating officials of the Pennsylvania 
Railroad, which makes it clear that had the defendant 
attempted to use its road engines for the purpose of 
moving the empty cars to the mines and the loaded cars 
therefrom an unreasonable detention to trains would have 
resulted. In the opinion of the officials of the defendant 
it would have been necessary to assign to that work 
special engines of such construction as to enable them 
to operate over the sharp curves. At the Millwood mine 
the narrow-gauge track prevented the defendant from 
hauling the mine products to its rails. At the mine. of 
the complainant, however, none of these disabilities were 
encountered, and the best evidence that the defendant 
was there prepared to perform the service itself is in. the 
fact that it actually did so during the period prior to 
October, 1899. We therefore find and conclude that, as 
between the complainant and its competitors, the different 
physical conditions justified the defendant in employing 
different methods in the performance of its undertaking, 
and that in the physical service itself there was no dis- 
crimination between the several shippers. We are thus 
led to inquire into the reasonableness of the allowances 
paid by the defendant to the competitors of the complain- 
ant under the circumstances here stated. 

Of the five companies concerned in this proceeding, the’ 
Altoona company received the larger allowances, amount- 
ing to 18 cents per ton on coal and 20 cents per ton on 
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coke. The financial interest in this company of officers 
of the Pennsylvania Co., here defendant, was suggested 
of record by the complainant as possibly accounting for 
the seeming liberality in the allowances. The assistant 
to the president of the Pennsylvania Co., the brother 
of the president, and the general superintendent of the 
district where the mines were located, were large stock- 
holders in the Altoona company; and it is not inconceiv- 
able that this fact may to some extent have influenced 
the defendant carrier in its relations with that coal com- 
pany. While not without significance, this testimony 
merely suggests a possible explanation for the allowances 
being disproportionately high, but it is not of probative 
value in determining whether they were reasonable or 
excessive. The evil that may arise from the ownership 
of stock -in coal companies and other commercial enter- 
prises by railroad officials has been brought to the atten- 
tion of the public in other proceedings and also to the 
attention of the Congress in response to public resolution 
8 of March 7, 1906, and public resolution 11 of March 21, 
1906, both relating to discrimination and monopolies in 
coal and oil. There is therefore no occasion for further 
discussion of the subject here. 

In dealing with the-reasonableness per se of the allow- 
ances we are immediately confronted with a total lack 
of reliable information of record regarding the construc- 
tion cost of the spur tracks and the expenses incident to 
their operation. Prior to the hearing the presidents of 
the coal companies were directed to produce, among other 
documents, the books, papers and records showing not 
only the cost of the spur tracks but also the cost of 
their maintenance and operation since the date they were 
built. None of these original records were produced at 
the hearing. The defendant presented a statement, pre- 
pared in 1907 by two coal company employes, since de- 
ceased, purporting to show the cost of the Glen White 
spur track and the operating expenses by years from 
November, 1896, to October, 1901. No attempt was made 
to prove the accuracy of the statement by original rec- 
ords. The statement shows the cost of moving coal and 
coke over the spur track of the Glen White company to 
be from 10.29 cents to 16.71 cents per ton, allowing for 
a return of 6 per cent on an investment of $28,240, and 
5 per cent for depreciation. 

The complainant, on the other hand, attempted to prove 
by a civil engineer and former assistant supervisor of 
the Pennsylvania Railroad at Gallitzin, that, estimating 
the average output at 1,000 tons a day, and allowing 6 
per cent on an investment of $28,000, the cost per ton 
of coal moved over the Glen White spur was 2.2 cents. 
‘This same witness found the cost to the Altoona com- 
pany to be about 3 cents per ton. We have, therefore, 
for the cost of moving the coal over the Glen White 
Railroad, these two extremes of 16.71 cents and 2.2 cents, 
and an estimate of 3 cents for the cost over the Altoona 
company’s spur track. 


Some additional light is thrown on this feature of the 
cost of the service through a letter written in October, 
1900, by the manager of the Altoona company to the 
general superintendent of motive power of the Pennsyl- 
vania Railroad. It appears that the management of. the 
coal company was dissatisfied with the price of 95 cents 
per ton paid it for coal purchased by the defendant and 
delivered on its tracks over the, tipple, and made the 
request that the price be advanced to $1.05. To show 
that the margin of profit at the price of 95 cents was 
insufficient, the total cost of the coal from the pit at the 
mine to the tipple was given for a period of five months, 
divided into operating cost and the general expenses at 
the mine, the cost of the spur-track operations, and the 
expense at the tipple. Taking the figures given, the cost 
of the spur track service, which included the wages of 
the operating crew, trackmen, and the cost of all supplies 
for the maintenance of the locomotive and track, was 
as follows: 11.1, 5.3, 7.2, 9.1, and 5.9 cents per ton of 
2,000 pounds, or an average of 7.7 cents. This average 
is perhaps too high, as it includes an extraordinary ex- 
pense of $1,800 in the first month for repairs to the 
locomotive. This also was a period of summer produc- 
tion, from April to August, when the movement of tipple 
coal was undoubtedly light. The tipple expense, which 
was incurred only in connection with coal intended for 
use by the Pennsylvania Railroad, averaged 3.2 cents per 
ton. It would thus appear that in so far as the Altoona 
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company was concerned its allowances of 18 and 20 cents 
a ton were grossly in excess of the cost of the service, and 
included very appreciable profits. 

It will be recalled that the spur leading to the Altoona 
company’s mine was longer than the Glen White branch, 
that the grade was steeper and the operating conditions 
were less favorable, and it may therefore reasonably be 
inferred that the expense to the latter company was some- 
thing less than to the former; therefore the accuracy of 
the statement heretofore referred to, which showed a 
maximum cost to the Glen White company of from 10.29 
to 16.71 cents per ton, becomes questionable. 

That an allowance of 7.7 cents per ton, the average 
cost shown by the Altoona company, may have been un- 
reasonably high is suggested by the fact that the cost 
of assembling bituminous coal from the Pocahontas dis- 
trict of West Virginia, destined to the lake ports, has 
been found to be approximately 5.6 cents per ton for an 
average distance of 28 miles. In re Rates for the Trans- 
portation of Coal by the Chesapeake & Ohio Ry. Co. 

To substantiate its contention that the allowances under 
discussion were not excessive, the defendant calls atten- 
tion to the allowances approved by the Commission in 
the case of certain tap lines of from 5 to 7 miles in length, 


and shows that those allowances were fixed at a minimum: 


of 1 cent per 100 pounds where the length of the haul 
did not exceed 6 miles. The allowances to the coal com- 
panies ranged from about 7 mills to 1 cent per 100 pounds, 
and it is therefore claimed that the payments were rela- 
tively about on a parity with those authorized by the 
Commission in the Tap Line case, 23 I. C. C., 277 (The 
Traffic World, May 4, 1912, p. 870). This comparison is 
of little value here, however, aS we need not go beyond 
the admission of the Altoona company that the cost of 
the service averaged 7.7 cents per ton. 

Reference was made by the complainant to the differ- 
ence in the prices paid by the defendant for fuel coal 
supplied by the Altoona company in railroad cars at the 
junction and for the fuel coal supplied over the tipple. 
The price paid for the coal delivered over the tipple was 
20 cents per ton in excess of that paid for coal delivered 
in cars, and it is asserted that the higher price was in- 
tended to compensate the coal company for the cost of 
transporting this coal over the spur track. This is denied 
by the defendant, but no explanation was offered as to 
why so great a difference in the prices should have 
obtained except that that was the uniform difference in 
price between coal delivered in cars and coal delivered 
over the tipple in the Clearfield district. By far the 
greater part of the coal supplied the defendant was de- 
livered over the tipple. The Altoona company has stated 
that the actual cost of the tipple service amounted to 
about. 3.2 cents per ton, but the reason for paying a price 
so much in excess of the cost is left unexplained. Sub- 
sequent to April 1, 1900, the mountain region prices were 
85 cents for car coal and 95 cents for tipple coal, a nar- 
rowing of the difference to 10 cents per ton, but the 
Altoona company received $1.05 on its statement that the 
expense of hauling the coal ought to be taken into con- 
sideration. ; 

The arrangement between the Pennsylvania Railroad 
and the Altoona company for the supply of fuel coal, while 
perhaps of interest as showing the disposition of the 
carrier to be more liberal with that company, is not help- 
ful in the disposition of this case. We must consider 
the pertinent facts as they appear of record and determine 
from them what would have been a reasonable allowance, 
including a reasonable profit, as compensation to the 
Altoona company: for the services it rendered on behalf 
of the carrier. 

The complainant has estimated the cost of the railroad 
service over the Altoona spur as between 3 and 4 cents 
per ton; the Altoona company has stated that cost to be, 
during a period of relatively light production, 7.7 cents 
per ton; and we know that the cost of assembling the 
same kind of coal much greater distances from mines in 
a not dissimilar character of country is less than 6 cents 
per ton. Under all the circumstances it may fairly be 
inferred, in the absence of definite proof to the contrary, 
that an allowance of § cents per net ton would have been 
a fair and reasonable payment to that company for iis 
services and sufficient to yield a reasonable return upon 
its investment. Upon the whole record we find and con- 


clude that any allowance to the Altoona company in ex- 
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cess of 8 cents per net ton of coal or coke was unrea- 
sonable and unlawful and unjustly discriminatory in char- 
acter. We come to the same conclusion with reference 
to the allowances to the Glen White company. 

The complainant withdrew its attack upon the allow- 
ances made to the Millwood company. No testimony was 
offered in connection with shipments from that company, 
and we therefore reach no conclusion in reference to the 
allowances paid to it. 

By the Commission. 


REASONABLENESS OF RATE 


CASE No. 7405 (38 I. C. C. 118-119) 


D. B. ZIMMERMAN VS. CHICAGO, ROCK ISLAND & 
PACIFIC RAILWAY CO. ET AL. 


Submitted July 12, 1915. Decided Feb. 8, 1916. 


Charges for the transportation of six carloads of cattle from 
North Fort Worth, Tex., to Big Horn W'ye (Hardin), Mont., 
branded at Clearmont, Wyo., not shown to have been un- 
— or unjustly discriminatory. Complaint dis- 
missed. 


H. rs Campbell for complainant; F,. K. Crosby for Chicago, 
Rock Island & Pacific Ry. Co. and Chicago, Rock Island & Gulf 
ol Co.; C. E. Spens for Chicago, Burlington & Quincy R. R. 

oO. 


By the Commission: 


Complainant is engaged in the purchase and sale of 
cattle at Chicago, Ill. By complaint filed Oct. 22, 1914, as 
amended Nov. 13, 1914, he alleges that the charges col- 
lected by defendants for the transportation of six car- 
loads of cattle in July, 1913, from North Fort Worth, Tex., 
to Big Horn Wye (Hardin), Mont., branded at Clearmont, 
Wyo., were unreasonable and unjustly discriminatory. 
Reparation is asked. 


The shipments were forwarded July 1, 1913, consigned to 
complainant at Clearmont, a local station on the Chicago, 
Burlington & Quincy Railroad. They arrived there July 7, 
1913. The cattle were unloaded, branded, and on July 9 
were reshipped by complainant under a new contract to Big 
morn Wye. Charges were collected on the basis of the legal 
rates of $107 per car from North Fort Worth to Clearmont 
and $36 per car from Clearmont to Big Horn Wye. De- 
fendants contemporaneously published a joint rate of $117 
per car from North Fort Worth, for cattle originating be- 
yond, to Big Horn Wye. Effective July 27, 1913, subse- 
quent to the movement of the shipments described, brand- 
ing in transit at Clearmont was. authorized under this rate. 
Complainant contends that the charges assessed were un- 
reasonable to the extent that they exceeded charges that 
would have accrued at the joint rate of $117 per car. 

The publication of transit service at Clearmont after com- 
plainant’s shipments moved does not prove that the ab- 
sence of such service before was unreasonable. There is 
also no evidence that the rates applied were unreasonable. 
Defendants’ witness admitted that he considered the 
charges excessive in view of the service performed, but this 
admission cannot be considered controlling. 

Upon all of the facts of record we find that the charges 
collected were lawfully applicable and that they are not 
shown to have been unreasonable or unjustly discrimina- 
tory. An order dismissing the complaint will be entered. 

Daniels, Commissioner, dissents. 


SUPREME COURT DECISIONS 


(Decision of the Supreme Court of the United States, No. 
516, in O’Keefe Tap Line case, J. D. O’Keefe, receiver of New 
Orleans, Texas & Mexico R. R. Co., appellant, vs. The United 
Statts and the Interstate Commerce Commission, appeal from 
the District Court of the United States for the Eastern District 
of Louisiana, mentioned in The Traffic World, Feb. 26, 1916, 
pp. 431 and 432.) 


Mr. Justice Pitney delivered the opinion of the court. 

This is an appeal from a decree dismissing a bill filed 
by appellant, as receiver of the New Orleans, Texas & 
Mexico Railroad Co., against the United States and the 
Interstate Commerce Commission, praying the annulment 
of an order of the Commission, dated July 29, 1914, 
made in the Tap Line cases, following the decision of 
this court reported in 234 U. S., 1. The order required 
certain trunk line railway companies, including the New 
Orleans, Texas & Mexico, to reopen through routes and 
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publish joint rates to interstate destinations with certain 
tap lines, including Louisiana & Pacific Railway Co., with 
which appellant’s road had and has a connection, and 
prohibited any of the line carriers from making to any 
of the tap lines an allowance or division out of the joint 
rates in excess of maximum amounts prescribed as follows: 


For switching a distance of 1 mile or less from the junction, 
$2 per car; over 1 mile and up to 3 miles from the junction, 
$3 per car; on shipments from points over 3 miles and not more 
than 6 miles from the junction, 1% cents per 100 pounds; over 
6 miles and not more than 10 miles from the junction, 2 cents 
per 100 pounds; over 10 miles and not more than 20 miles from 
the junction, 2% cents per 100 pounds; over 20 miles and not 
more than 30 miles from the junction, 3 cents per 100 pounds; 
over 30 miles and not more than 40 miles from the junction, 
3% cents per 100 pounds; over 40 miles from the junction, 4 
cents per 100 pounds. 


The following is an outline of the history of the case: 
After the supplemental report of the Commission in Star 
yrain & Lumber Co. vs. Atchison, Topeka & Santa Fe Ry. 
Co.,'14' 1. C. C., 364, 372; 17.1. C. C., 338, in which the 
making of allowances and divisions to tap lines for the 
traffic of proprietary mills was condemned, although no 
formal order was entered, the trunk lines, including the 
New Orleans, Texas & Mexico, filed cancellation of tariffs 
theretofore filed. providing for joint rates with various 
tap lines, including the Louisiana & Pacific. Certain of 
the tap lines filed complaints with the Commission re- 
questing that through routes and joint rates with trunk 
lines be enforced. The Commission thereupon investi- 
gated the tap-line situation with reference to lumber op- 
erations in the states of Arkansas, Missouri, Louisiana 
and Texas. Pending this investigation, the cancellation 


_ot joint rates was suspended from time to time. On April 


23, 1912, the Commission filed its report, and on May 14, 
1912, its supplemental report (23 I. C. C., 277, 549), and 
in orders dated May 14 and Oct. 30, 1912, based upon 
these reports, it found that the tracks and equipment of 
the tap lines with respect to the industry of the propri- 
etary lumber companies were plant facilities, and the 
service performed for the proprietary companies in moving 
logs to the mill and mill products to the trunk line was 
not a transportation service by a common carrier railroad, 
but a plant service by a plant facility, and that any al- 
lowance or division out of the rate on account thereof 
was unlawful and resulted in undue and unreasonable 
preferences and unjust discriminations; and the order of 
October: 30 required the trunk lines, including the New 
Orleans, Texas & Mexico, to desist and abstain from mak- 
ing any. such allowance to any of the tap lines mentioned. 
Certain of the tap lines, including the Louisiana & Pacific, 
filed petitions in the Commerce Court to annul this order. 
The court granted this relief (209 Fed., 244), and its de- 
cision was affirmed by this court, 234 U. S., 1, the court 
holding that the Commission exceeded its authority in 
condemning the tap-line railroads, when duly incorporated 
as common carriers under the state laws, as being a mere 
attempt to evade the commerce law and secure rebates 
and preferences for themselves. At the same time the 


court said (p. 28): 


It is doubtless true, as the Commission amply shows in its 
full report and supplemental report in these cases, that abuses 
exist in the conduct and practice of these lines and in their 
dealings with other carriers, which have resulted in unfair 
advantages to the owners of some tap lines and (to) discrimi- 
nations against the owners of others. Because we reach the 
conclusion that the tap lines involved in these appeals are com- 
mon carriers, as well of proprietary as non-proprietary traffic, 
and as such entitled to participate in joint rates with other 
common carriers, that determination falls far short of deciding, 
indeed does not at all decide, that the division of such joint 
rates may be made at the will of the carriers involved and 
without any power of the Commission to control. That body 
has the authority and it is its duty to reach all unlawful dis- 
criminatory practices resulting in favoritism and unfair ad- 
vantages to particular shippers or carriers. It is not only 
within its power, but the law makes it the duty of the Com- 
mission to make orders which shall nullify such practices re- 
sulting, in rebating or preferences, whatever form they take 
and in whatsoever guise they may appear. If the divisions of 
joint rates are such as to amount to rebates or discriminations 
in favor of the owners of the tap lines because of their dis- 
proportionate amount in view of the service rendered, it is 
within the province of the Commission to reduce the amount 
so that a tap line shall receive just compensation only for 
what it actually does. 


After this decision, the Commission, after a rehearing 
and further argument, but without taking further testi- 
mony, and upon the same record on which its orders of 
May 14 and Oct. 30, 1912, had been entered, made further 
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findings (31 I. C. C., 490), upon which was based the order 
of July 29, 1914, now under attack. 

The New Orleans, Texas & Mexico Railroad Co. oper- 
ates, directly and through stock ownership of other com- 
panies, a system of railroad extending from New Orleans 
across the states of Louisiana and Texas. The Louisiana 
& Pacific Railway Co., incorporated under the laws of the 
state of Louisiana, owns and operates a tap line within 
that state, including approximately 80 miles of main and 
branch lines, its main line extending from De Ridder 
southerly to Lake Charles, approximately 45 miles, cross- 
ing and forming a junction with the main line of the 
New Orleans, Texas & Mexico at Fulton, which is about 
25 miles from De Ridder and 19 miles from Lake Charles. 
The Louisiana & Pacific connects also with the following 
trunk lines: At De Ridder, with the Gulf, Colorado & 
Santa Fe and the Kansas City Southern; at Bon Ami 
(near De Ridder), with the Kansas, City Southern, and at 
Lake Charles, with the Louisiana & Western (Southern 
Pacific), the Kansas City Southern and the St. Louis, Iron 
Mountain & Southern. Located along the line of the 
Louisiana & Pacific are certain lumber mills, which are 
called proprietary mills because .controlled by the same 
interests which own the stock of the Louisiana & Pacific. 
Some of these are at De Ridder, Bon Ami and Longville, 
all of which points are north of Fulton, while one is at 
Gossport, near Lake Charles. At Bannister and Ragley, 
on the line of the Louisiana & Pacific, north of Fulton, 
there are non-proprietary mills. 


In the year 1906, before the construction or definite 
location of the New Orleans, Texas & Mexico, an agree- 
ment was made between that company, then known by 
another name, on the one hand, and the Louisiana & Pa- 
cific and the various companies owning the proprietary 
mills, on the other, whereby the Louisiana & Pacific and 
the lumber companies agreed to give a substantial amount 
of their tonnage to the New Orleans, Texas & Mexico 
upon a division of the joint rates approximating 35 per 
cent, not exceeding, however, in any case, 5% cents per 
hundred pounds. The lumber tonnage which, pursuant io 
this arrangement, the New Orleans, Texas & Mexico ex- 
pected to receive and did, until the order of July 29, 1914, 
actually receive, was a great inducement for the company 
to locate its line through the territory where ix is located. 
During the five fiscal years prior to July, 1914, its lumber 
tonnage amounted to 37.45 per cent of its total gross, and 
of this the Louisiana & Pacific supplied approximately 
one-third, or about 13 per cent of the total gross tonnage. 
Since the order of July 29, 1914, the New Orleans, Texas 
& Mexico has been deprived of practically all of this ton- 
nage, which has been diverted to the other trunk lines 
because the Louisiana & Pacific, in order to gain as large 
a division of the joint rate as possible, moves its lumber 
tonnage from points near the northerly end of its line 
across the line of the New Orleans, Texas & Mexico, and 
delivers it to the trunk lines at the southerly end of its 
line, and also takes tonnage originating near the south- 
erly end of its line, carries it across the line of the 
New Orleans, Texas & Mexico, and delivers it to trunk 
lines at or near its northerly terminus. It is said that 
the practical effect of the Commission’s order results 
always to the disadvantage of the New Orleans, Texas & 


.Mexico with resnect to traffic originating upon the line 


of the Louisiana & Pacific, and that the disadvantage is 
in no case less than 1 cent per hundred pounds, or ap- 
proximately $5 per car. A single illustration will suffice. 
From the mill at Longville to the junction of the New 
Orleans, Texas & Mexico the distance is 8.2 miles, so 
that if the product of this mill were shipped over ap- 
pellant’s road, the Louisiana & Pacific would receive only 
2 cents per hundred pounds, or $10 per car, whereas, by 
carrying the product beyond Fulton to Lake Charles, and 
there delivering it to a trunk line, the Louisiana & Pacific 
receives a division of 3 cents per hundred; or by taking 
the Longville product to De Ridder, the Louisiana & 
Pacific likewise receives 3 cents per hundred. As the 
trunk lines all operate under a common blanket rate on 
lumber for this territory, the through rate is the same in 
all circumstances, and the proprietary mills route their 
shipments in such manner as to give to the Louisiana & 
Pacific the largest possible division, always to the dis- 
advantage of the New Orleans, Texas & Mexico. 

It is insisted by appellant that the Commission was 
without power to prescribe maximum divisions, as was 
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done by the order of July 29, 1914, because no joint rate 
was fixed, either by the Commission or by the parties, and 
they had not been afforded an opportunity to agree in 
respect to the division. This is based upon the view that 
section 15 of the commerce act as amended (act of June 
18, 1910, ch. 309, sec. 12, 36 Stat. 539, 551) contains only 
two provisions dealing expressly with the division of 
rates, the first being applicable where the carriers fail 
to agree among themselves upon the division, the other 
where the carriers have refused or neglected to establish 
through routes or joint rates voluntarily. Without stop- 
ping to consider whether the circumstances of this case 
bring it within either of these provisions, we deem it 
clear that to regard these only is to take too narrow a 
view of the scope of the section. The first part of the 
same section enacts: 


That whenever * * * the Commission shall be of opinion 
that any individual or joint rates or charges whatsoever de- 
manded, charged or collected by any common carrier or car- 
riers subject to the provisions of this act for the transportation 
of * * * property * * * or that any individual or joint 
classifications, regulations or practices whatsoever of such car- 
rier or carriers) * * * are unjust or unreasonable or unjustly 
discriminatory, or unduly preferential or prejudicial or other- 
wise in violation of any of the provisions of this act, the 
Commission is hereby authorized and empowered to determine 
and prescribe what will be the just and reasonable individual 
or joint rate or rates, charge or charges, to be thereafter ob- 
served in such case as the maximum to be charged, and what 
individual or joint classification, regulation or practice is just, 
fair and reasonable, to be thereafter followed, and to make an 
order that the carrier or carriers shall cease and desist. 


And a later part of the same section (p. 553) prescribes: 


If the owner of property transporte under this act directly 


or indirectly renders any service connected with such trans-. 


portation, or furnishes any instrumentality used therein, the 
charge and allowance therefore shall be no more than is just 
and reasonable, and the Commission may, after hearing on a 
complaint or on its own initiative, determine what is a reason- 
able charge as the maximum to be paid by the carrier or car- 
riers for the services so rendered or for the use of the instru- 
mentality so furnished, and fix the same by appropriate order, 
etc. 


In the case in 234 U. S., 1, this court did not ignore, 
but fully recognized, the significance of the :community 
of interest between the lumber company and the tap line. 
It was pointed out (p. 27) that timber and its manufac- 
tured products were exempted from the absolute prohibi- 
tion of the commodity clause of the Hepburn act (of June 
29, 1906, ch. 3591, 34 Stat. 584, 585). But this was re- 
garded as one of the circumstances rendering it important 
that the Commission should deal with the abuses found 
to exist in the division of joint rates with the tap lines, 
not by abolishing them altogether, but by “reducing the 
amount so that a tap line shall receive just compensation 
only for what it actually does.” So, in Interstate Com- 
merce Commission vs. Diffenbaugh, 222 U. S., 42, 46, the 
court said: 

The act of Congress in terms contemplates that if the car- 
rier receives services from an owner of property transported, or 
uses instrumentalities furnished by the latter, he shall pay for 
them. That is taken for granted in Section 15, the only re- 
striction being that he shall pay no more than is reasonable, 
and the only permissive element being that the Commission 
may determine the maximum. 


Again, in Ellis vs. Int. Com. Comm., 237 U. S., 434, 445, 
it was’ said: 

The intervening corporation may be a means by which an 
owner of property transported indirectly renders the services 
in question, and in that event its charges are subject to the 
Commission by Section 15. 


We are clear that the Commission had jurisdiction to 
make the order of July 29, 1914. 


Next it is insisted that the Commission applied erron- 
eous principles of law, in that it excluded from consid- 
eration competitive conditions as an element in deter- 
mining whether a division is just and reasonable or 
unlawfully discriminatory. The order is not open to this 
criticism. It not only takes competitive conditions into 
consideration, but establishes the maximum divisions for 
the very purpose of preventing preferences, discriminations 
and rebates, as methods of competition. 


{t is insisted that there was no evidence before the 
Commission to sustain its finding to the effect that any 
allowance or division in excess of the limits prescribed 
would result in undue preference and unjust discrimina- 
tion. This, of course, is to be tested -by a consideration 
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of the evidence that was before the Commission. The 
report and supplemental report of April 23 and May 14, 
and the orders of May 14 and Oct. 30, 1912, and the oral 
evidence and main exhibits before the Commission from 
the beginning of the tap-line investigation to the making 
of the order last mentioned were offered in evidence. - 
Appellant, however, has printed only a small part of the 
testimony, being that which especially relates to the 
Louisiana & Pacific Railway, its organization, ownership, 
manner and cost of construction, operating revenue and 
expenses, accumulated surplus, etc. But, besides these 
details as to this line, the Commission had before it, as 
its reports show, a mass of evidence relating to numerous 
other tap lines, operated under somewhat similar circum- 
stances, including evidence as to the allowances actually 
made to them out of the joint rate. Evidence of what 
was allowed on these tap lines had a tendency to show 
what was reasonable and therefore permissible upon other 
tap lines, including the Louisiana & Pacific. It is said 
there was no evidence to enable the Commission to fix 
a just compensation to that line for a haul of a given 
number of miles as compared with the just compensation 
for a haul of a greater or lesser number of miles; no 
evidence as to terminal expenses, or cost of road haul, or 
the relation between these factors, or as to other ele- 
ments which should be taken into account in fixing a 
division according to the length of the haul. But the 
evidence showed that some limitation was called for, and, 
in general at least, furnished the materials upon which 
to base it. A tribunal such as the Interstate Commerce 
Commission, expert in matters of rate regulation, may be 
presumed to be able to draw inferences that are not ob- 
vious to others. Nor can it be said that the Commission’s 
action was arbitrary because, while classifying all the 
service for distances up to 3 miles from junction as 
switching, and allowing for this a division of $2 and $3 
per car, allowances for all distances above 3 miles are 
based upon mileage. It is admitted that distance is an 
element properly to be considered; but appellant insists 
that terminal service, the origin of traffic, etc., are more 
important elements. This is an administrative question. 
The tap-line problem is exceedingly complex, and the im- 
portance of a general rule based upon simple elements 
easily ascertained is obvious. We are not able to say 
that the adoption of the mileage basis is, under the cir- 
cumstances, sufficient to sustain a charge of arbitrary 
action. 

The final contention, which is that the Commission’s 
order in effect deprives the New Orleans, Texas & Mexico 
of its property without due process of law, by denying 
to it the right to contract and compete for traffic origi- 
nating on the line of the Louisiana & Pacific, is trans- 
parently unsound. The trunk line has no constitutional 
right to build up its business by paying bonuses or re- 
bates that have been forbidden by act of Congress for 
considerations affecting the public welfare. 


We are not to be understood as conceding that appellant 


‘is in a legal sense aggrieved by the action of the Com- 


mission in limiting the allowance to the tap line. The 
case is singular, in that neither this tap line nor any tap 
line is complaining that the allowance is too small; nor 
is any trunk line complaining that it is too great. The 
real basis of appellant’s complaint, representing .a trunk- 
line carrier, is that the allowance to the tap line is too 
small. It is questionable whether it lies in the mouth of 
the line carrier to object on this ground. 

We recognize the exceptional situation in which appel- 
lant’s road is placed, and the hardship that results to it 
from the application of the order of July 29, 1914, to the 
traffic originating upon the line of the Louisiana & Pacific: 
After that order, the New Orleans, Texas & Mexico and 
the Louisiana & Pacific undertook to agree upon through 
routes and joint rates, with divisions not greater than 
those allowed by the Commission, but said to be equalized 
so as to enable the New Orleans, Texas & Mexico to 
compete on equal terms with the other-trunk lines. This 
agreement, so far as appears, has not been submitted to 
the Commission for its approval or disapproval, and we 
intimate no opinion upon the question whether that body 
ought to approve it. 


Decree affirmed. 


Mr. Justice McReynolds took no part in the considera- 
tion or decision of this case. 
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PHYSICAL CONNECTION OF ROADS 


No. 170.—October Term, 1915. 

Appeal from the 
United States Cir- 
cuit Court of Ap- 
peals for the Fifth 
Circuit. 





Seaboard Air Line Railway, Ap- 
pellant, vs. Railroad Commission 
of Georgia et al. ‘ 


(Feb. 21, 1916.) 
Mr. Justice McReynolds delivered the opinion of the court. 

After hearing the interested parties, the Railroad Com- 
mission of Georgia concluded that making and maintaining 
physical connection at Lawrenceville, Ga. (a manufactur- 
ing town with two thousand inhabitants), between Law- 
renceville Branch Railroad and Seaboard Air Line Rail- 
way would be practicable and to the public interest, and 
accordingly passed an order that within four months the 
roads should provide and maintain one, together with 
sufficient interchange tracks to care for traffic moving 
between them. No definite point for the connection was 
prescribed; opinion was expressed that expenses should 
be borne equally by the two companies; and they were 
directed to report their action within thirty days. 

Appellant brought this proceeding in the United States 
District Court, Northern District of Georgia, alleging the 
order was null and void and asking that its enforcement 
be enjoined. That court heard additional evidence and 
upon the whole record concluded the challenged order was 
not unreasonable and the commission was fully justified 
in making it. 206 Fed., 181. Injunction was accordingly 
denied and suit dismissed, and this action was affirmed 
by the Circuit Court of Appeals. 213 Fed., 27. 

Section 2664, Georgia Code, 1910, gives the railroad com- 
mission “power and authority, when in its judgment prac- 
ticable and to the interest of the public, to order and 
compel the making and operation of physical connection 
between lines of railroad crossing or intersecting each 
other, on entering the same incorporated town or city 
in this state.” Wadley Southern Ry. Co. vs. Georgia, 235 
U. S., 651. 

It is within the power of a state, acting through an 
administrative body, to require railroad companies to 
make track connections where the established facts show 
public necessity therefor, just regard being given to ad- 
vantages which will probably result on one side and neces- 
sary expenses to be incurred on the other. The facts 
being established, the question then presented is whether 
as matter of law there is sufficient evidence to support 
a finding of public necessity—the mere declaration of a 
commission is not conclusive. Wisconsin, etc,, R. R. Co. 
vs. Jacobson, 179 U. S., 287, 295, 296; Oregon R. R. & Nav. 
Co. vs. Fairchild, 224 U. S., 510; Great Northern Ry. vs. 
Minnesota, 238 U. S., 340, 345. 

The state commission and both courts were of opinion 
that the facts sufficed to show public necessity for the 
connection in question and that it could be constructed 
and maintained without unreasonable expenditure. The 
only substantial question before us is whether such finding 
is plainly erroneous because the evidence is insufficient 
to support it; and, having examined the record, we are 
unable to say the facts disclosed do not give the essential 
support. The judgment of the court below is accordingly 


affirmed. 


COMMISSION ORDER ANNULLED 


The U. S. Supreme Court, in an opinion written by 
Justice McReynolds, Feb. 28, held the decision of the 
Commission in the case of the Allentown Portland Cement 
Co. against the Philadelphia & Reading et al., to be .r- 
bitrary and beyond its powers. The effect of the couri’s 
decision will be to annul and set aside the Commission's 
order in Docket No. 5314, Allentown Portland Cement Co. 
vs. Philadelphia & Reading et al., 31 I. C. C., 277-280. 

The Commission found that while the rate on cement 
from Evansville, Pa., to Jersey City was not unreason- 
able, it was unduly discriminatory against Jersey City. 
Therefore it ordered the Reading to establish a rate 
from Evansville to Jersey City no higher than an 80-cent 
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joint rate in which the Reading did not participate, from 
competing districts in Pennsylvania to Jersey City. 

The Reading’s local rate from Evansville to Jersey wis 
$1.35. The Central of New Jersey carries cement from 
competing mills in the Lehigh Valley to Jersey City for 
80 cents. On shipments to Jersey City for transshipment 
by water to points in the Southeast the rate from Evans- 
ville is 80 cents, the same as it is from these other mills. 
This equality of Evansville with other mills is also main- 
tained on traffic to Philadelphia, Baltimore, New York 
City and New England points. In other words, says the 
report of. the Commission, the rate is the same from 
Evansville as from other mills in the Lehigh district 
to all points east except on traffic to Jersey City for local 
consumption. 

The Commission found that the Philadelphia & Reading 
turns cement received at Evansville destined to Jersey 
City for transshipment over to its connections, which 
carried such shipments to Jersey City for 80 cents. 

It came to the conclusion upon the facts, that there 
was an unjust discrimination against Jersey City, for 
local consumption, and ordered the discrimination re- 
moved on or before Oct. 1, 1914. The railroads obtained 
a rehearing, on which the Commission reaffirmed its 
previous finding. They took the case to the eastern dis- 
trict of Pennsylvania federal court and fought it through 
to the ultimate tribunal, with the result as before indi- 
cated, a decision by that court, which will have the effe:t 
of setting aside the order. 

The point was made in the courts that Jersey City had 
not complained against the local rate of the Reading and 
that for the Commission to order that carrier to reduce 
a rate that had not been shown to be unreasonable was 
an arbitrary exercise of power. Justice MeReynolds char- 
acterized it as arbitrary and beyond the power of the 
Commission. 

The case has been watched with a great deal of in- 
terest. It was admitted that if the Commission could 
order the removal of what it characterized an unjust 
discrimination against a locality which had not com- 
plained, many similar situations could be changed for 
the benefit of shippers on the theory that a locality which 
had not complained was desirous of procuring the com- 
petition of the complaining shippers. 

Attorneys for the Reading contended that the effect of 
the order was to require the Reading to compete, at Jer- 


‘sey City, with other carriers of cement from points of 


production not reached by its rails and in which compe- 
tition it did not care to engage. The courts took cog- 
nizance of the fact that Jersey City had not complained 
and that the order was an indirect way of undertaking to 
benefit the complainant. 


The Decision in Full . 

The case is entitled, Philadelphia & Reading Co., ap- 
pellant, vs. the U. S. of America (Interstate Commerce 
Commission and Allentown Portland Cement Co., interven- 
ing respondents), appellees. No. 440, October term, 1915. 
Following is the decision in full. 

This appeal brings up a final decree of the United States 
District Court, Eastern District of Pennsylvania, which 
dismissed the railway’s original bill presented to secure 
annulment of an order by the Interstate Commerce Com- 
mission commanding it and other carriers to desist from 
subjecting Jersey City to undue prejudice and disadvan- 
tage in respect of rates on Portland cement from the 
“Lehigh District’ in Pennsylvania. 219 Fed. 988. 

Appellant maintains that when considered in connection 
with this report the Commission’s order is plainly erron- 
eous, as matter of law, because wholly unsupported by 
the ascertained facts. I. C. C. vs. Louisville & Nashville 
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R. R. Co., 227 U. S. 88, 91; Florida East Coast Line vs. 
United States, 234 U. S. 167, 185. 

In November, 1912, the Allentown Portland Cement Co. 
filed a petition before the Interstate Commerce Commis- 
sion against the Philadelphia & Reading Railway Co., 
Central Railroad Co. of New Jersey, Delaware, Lacka- 
wanna & Western Railroad Co., Erie Railroad and Penn- 
sylvania Railroad Co., wherein it alleged the Pennsylvania 
and Reading operate the only line reaching its plant at 
Evansville, Pa., and in connection with other defendants, 
transports cement therefrom to many points, including 
Jersey City; that the published rate of $1.35 per ton 
charged and ‘collected for transportation to the latter 
place is unlawful and forbidden by sections one and 
three of the Act to regulate commerce; it prayed that 
“on our declaring the rates aforesaid to be unjust and 
unreasonable and that the same discriminate against com- 
plainant and the locality wherein is located its plant or 
factory aforesaid and that the Commission will also enter 
an order fixing a reasonable and just rate for the trans- 
portation of Portland cement from its factory or plant 
at Evansville, over the lines of the defendants.” After 
hearing, a report and order were made by the Commis- 
sion; upon rehearing, a report and a supplemental order 
not substantially different from the first one, was passed. 
The material portions of these reports follow: “The case 
involves the question of the reasonableness and justness 
of defendant’s rate for the transportation of cement in 
carloads from Evansville, Pa., to Jersey City, N. J. Evans- 
ville is reached only by the Philadelphia & Reading Rail- 
way. That carrier transports the cement in question 
from Evansville to Allentown, where it delivers it to one 
or numerous connections, which either transport it to 
Jersey City or delivers any portion of it to other car- 
riers for final delivery at Jersey City. The rate via these 
various routes is $1.35. Certain of the carriers which 
receive this Evansville cement from the Philadelphia & 
Reading at Allentown also serve other mills in the saine 
general vicinity at Allentown, namely, the Lehigh dis- 
trict, either directly or through connections. The raie 
for these other mills to Jersey City is 80 cents. The 
Philadelphia & Reading does not participate in the 80-cent 
rate from any mill in the district (31 I. C. C., 277). 

“Evansville is situated in the Lehigh district and has 
one of numerous cement mills in that district located 
within a radius of perhaps 20 miles of each other. None 
of the other mills, however, are reached by the Phila- 
delphia & Reading, they being served by the Central Rail- 
road of New Jersey or Lehigh Valley, direct or by short 
lines of railway which connect with those carriers at 
distances of from one to sixteen miles from their junction 
points. While the rate of Jersey City is thus $1.35 from 
Evansville on the Philadelphia & Reading, the rate of 
charge on these competing mills on other lines is 80 
cents. 
shipment by water to. points in the Southeast, such as 
Charleston and Savannah, the rate is 80 cents from Evans- 
ville, the same as it is from these other mills; and this 
equality of Evansville with the other mills is maintained 
on traffic to Philadelphia, Baltimore, New York City and 
New England; in other words, the rate is the same from 
Evansville from other mills in the Lehigh district to all 
points East, except on traffic to Jersey City for local 
consumption. : 


“The 80-cent rate to Jersey City locally from the other 
mills is used in connection with shipments destined to 
New York, that rate plus the trucking charge to all 
points south of Ninetieth street totaling less than the 
$1.40 rate to New York, proper, plus the trucking charge 
to the same, the result being that complainant, who must 
use the latter rate, is effectively barred from competition 
in that part of the city located south of Forty-third street, 
which is the greatest cement-consuming district. North 
of Ninetieth street complainant can compete with the 
other mills, because of their great expense in the longer 
truck haul from Jersey City. It will also necessarily be 
apparent that complainant is laboring under a prohibitory 
disadvantage in marketing its product in Jersey City under 
the present rate in competition with other mills in the 
same* district. While it is true that the Philadelphia & 
Reading does not have any hand in the establishment of 
the 80-cent rate from these other mills, as it cannot par- 
ticipate in that traffic because it does not ascertain them. 
It is also true that it is a party to tariffs under which 


On shipments to Jersey City for trans-- 


THE TRAFFIC WORLD 481 


cement may be purchased as cheaply at Evansville as at 
neighboring mills in the Lehigh district by dealers in 
and consumers:of cement at practically all points of - 
importance east of that district, with the single exception 
of Jersey City. Why Jersey City should be singled out 
by that carrier is one exception to this equalization. 

“The rates as between competing mills in the same 
district have not been satisfactorily shown in this regard. 
We are therefore of the opinion, and find, that in main- 
taining or participating in rates on cement in carloads 
to other eastern destinations, such as Baltimore, Phila- 
delphia, New York, New England points which are not 
higher from Evansville than the contemporaneous rates 
which it participates in from other mills in the Lehigh 
district. While refusing contemporaneously to protest in 
the same relative adjustment from Evansville to Jersey 
City, the Philadelphia & Reading, as well as the other 
carriers defendants, are subjecting Jersey City and its 
traffic to the undue prejudice and disadvantage from an 
order will be entered to’ cease and desist (27 I. C. C., 


448).” 
Purporting to base its action on the foregoing findings, 
the Commission directed: “That the defendants, accord- 


ing as their various lines or routes may run, be, and they 
are hereby, notified and required, on or before Oct. 1, 
1914, to cease and desist from undue and unreasonable 
prejudices and disadvantages.” 

That said defendants, according as their various lines 
or routes may run, be, and they are hereby, notified and 
required to establish, on or before Oct. 1, 1914, upon 
statutory notice to the Interstate Commerce Commission 
and to the general public by filing and posting in the 
manner prescribed in section 6 of the Act to regulate 
commerce, and for a period of two years after said Oct. 
1, 1914, to maintain and apply to said transportation rates 
which will prevent and avoid the aforesaid undue and 
unreasonable prejudices and disadvantages. Undue dis- 
crimination against this or the locality of its plant, as 
alleged by the cement company was not found. The com- 
munity declared to be prejudiced by established condi- 
tions had offered no complaint and was not party to the 
proceedings. Neither the $1.35 rate to Jersey City nor 
any other participated in by the Philadelphia & Reading 
was declared unlawful, either in itself or in relation to 
those; and there was no positive finding, touching the 
reasonableness—intrinsic or relative—of the 80-cent rate 
from “Lehigh district,” or, adopted by the remaining 
carriers. 


In their brief here, counsel for the Commission say: 
“The Commission did not pass upon the reasonableness 
of their rate to Jersey City—80 cents or $1.35—so it 
struck. out the discrimination and the cause of it. It said 
in effect to the five carriers that as they treated the 
Lehigh cement district as one point of origin and made 
a relative adjustment of rates on cement to all the prin- 
cipal consuming points competing with Jersey City, they 
must make the’ same adjustment of the rates to Jersey 
City on this commodity; that they might make the rate’ 
in some which they might choose to initiate, but that 
it must be the same as the rate from every mill in 
the district to Jersey City. If as to all other consuming 
localities they (the carriers) are giving a relative ad- 
justment of rates on cement from cement mills in the 
Lehigh district, and refusing this adjustment to one con- 
suming locality, they are prejudicing that locality. Pe 

The establishment of joint rates is provided for in sec- 
tion 6 of the Act to regulate commerce. Such rates are 
made by agreement between the participating carriers and 
cannot be filed or published without such agreement. 
The appellant has no individual rate which covers the 
cement traffic from Evansville to Jersey City; the traffic 
moves on the joint rate. Cement traffic from other mills 
to Jersey City and to other principal consuming points 
also moves on joint rates. The Philadelphia & Reading 
is a party to many of these rates. It is also a party to 
the joint rate from Evansville to Jersey City. As a 
participating carrier in these rates it is responsible for 
the violation of the act described in the order.” 

We must assume the Jersey City rate of $1.35 is in- 
trinsically reasonable and non-discriminatory in relation 
to those accorded other consuming points; and, plainly, if 
this were put in by all carriers, the Commission’s order 
would be complied with and the supposed discrimination 
disappear. It must be taken as true that no rate above 
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what might lawfully establish is being demanded by 
any carrier; and, with one exception, they are paid 40 
per cent less than that amount. If a universal rate of 
$1.35 could not justly be complained of by the locality, 
certainly it is not discriminated against or unlawfully 
prejudiced because failing to give most of the carriers 
established an 80-cent schedule. It seems right to conclude 
that Jersey City is not being subjected to “any undue 
or unreasonable prejudice or disadvantage.” 

As the facts reported afford no foundation for the Com- 
mission’s findings, enforcement of the order based thereon 
must be enjoined. The decree below is accordingly re- 
versed and the cause remanded for further proceedings 
consistent with this opinion. 


RAIL-AND-WATER SERVICE 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

After April 1 Baltimore will have no rail-and-water 
service with points on the Chester, Choptank, Nanticoke, 
Wicomico, Pocomoke and Occohannock rivers. The 
streams with those Indian and one Anglo-Roman name 
are arms of Chesapeake Bay. There will be no service 
on them unless the Interstate Commerce Commission and 
the Pennsylvania Railroad Co. make an arrangement for 
continuing the status quo. The railroad company owns 
the steamers plying between Baltimore and the points 
on those rivers. It also owns the railroads to many of 
the points. .Some of its traffic officials think some ar- 
rangement will be made. 

Under the Panama Canal Act, ownership and opera- 
tion by a railroad of steamers that may or do compete 
with the rail lines of the carrier companies is forvidden 
except on permission from the Commission, if that body 
believes their continued operation will be in the interest 
of the public. 

The Commission several months ago decided that the 
operation of the steamers by the proprietary railroads, 
directly or indirectly, would not be in the interest of the 
public. The order is to become effective April 1. 

Thus far the railroad company has not seen fit to sell 
the steamers nor have any capitalists come forward with 
steamers to take their places. Owing to the war, steam- 
ers are property of great value. Whether the bay line 
steamers have had value added to them by the European 
conflagration is not known. It is not a material point, 
however, because, until the railroad company chooses to 
sell them or until the Commission can make an order 
requiring it to sell (and enforce it, if such .an order 
were deemed enforceable), the rail-and-water service will 
be a mere memory. 

A notice has gone to the agents of the steamship com- 
panies requiring them to notify the public there will be 
no service after April 1 because there will be no rates 
in effect. At the same time the agents are required to 
take appropriate action looking to the cancelation of the 
rates on file with the Commission, which rates will be 
in accordance with law until the last day of March. They 
are also required to give notice of an embargo on goods, 
so there will be none on hand when the rates go out of 
existence. The embargoes will go into effect in time to 
prevent traffic reaching any of the affected points later 
than March 27. In canceling the rates the agents are 
requested to show the following: 

“No ratés in effect. Service withdrawn due to provi- 
sions of Panama Canal Act.” 

This situation has been the cause of under-the-surface 
disturbance at the Commission for the last three weeks. 
Baltimore commercial interests, which asked for the 
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divorce of the railroad and steamship lines, have been in 
quiet conferences with Commissioners, especially Chair- 
man McChord, seeking the establishment of a modus 
vivendi. One of the suggestions has been that the Com- 
mission extend the effective date of its order of divorce 
for six months, so as to compel the rendering of service 
until some sort of arrangement can be made. ‘The ques- 
tion as to the power of the Commission to compel serv- 
ice has been raised. The ordinary idea is that the Com- 
mission, while empowered to require rail-and-water car- 
riers that desire to operate to join in through route and 
joint rate arrangements,-is without power to compel a 
corporation to continue business as a common carrier. 


The railroad interests have held aloof from the nego- 
tiations. In following that course they act on the plan 
of trunk lines that have been ordered to divorce their 
lake interests. The Chicago Board of Trade attorneys, 
when they asked a postponement of the Commission’s 
order in the lake lines case, asked O. E. Butterfield, the 
attorney for the railroad interests, who conducted the 
fight made by them for permission to retain their boat 
lines, to join in that request. He politely declined to 
join the Chicagoans in asking for an extension of the 
operative date of the order of divorce. 

The idea of Congress and the Commission was that, 
when the latter ordered a divorce, the railroad owners 
of the steamers would sell their property to persons or 
corporations that would operate them independently of 
the railroads, under through route and joint rate arrange- 
ments, in which the steamship line would be as large a 
rate-making factor as the railroad. 

The Lehigh Valley Railroad, which has no rails with 
which its ships can compete, has obtained a temporary 
injunction against the divorce order, but unless that 
order can be made permanent or some modus vivendi 
arranged before the opening of navigation, about May 1, 
many lake cities may be in the position of the towns cn 
Chesapeake Bay. They will have to send all their goods 
all-rail until such time as boats not owned by railroads 
operate on those routes. 


MINIMUM ON RIVETS 


THE TRAFFIC’ SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


The Garland Nut & Rivet Co. of Pittsburgh has raised 
the question by means of a formal complaint, Docket 8646, 
as to whether a minimum that requires the shipment of 
from five to eight million small rivets in order to obtain 
a carload rate is just and reasonable. It manufactures 
rivets less than half an inch in diameter. 

Until recently the minimum was 40,000 pounds. It is 
now 80,000, which the complaining company asserts is un- 
just and unreasonable and impossible of use by any except 
the largest manufacturers, who are able to maintain ware- 
houses on the Pacific Coast. Its complaint is directed spe- 
cifically to shipments from Pittsburgh to Spokane. On a 
minimum of 80,000 the per car revenue at 75 cents per 
hundred is $600, which, by means of a very common mathe- 
matical calculation, looks like a high per car-mile return 
on a. haul of much more than average distance. 

The complainant asks for a return to the 40,000 mini- 
mum on the sole ground that the higher minimum. has 
placed its business on the Pacific Coast in great jeopardy 
because it cannot.'find customers who can use so large a 
quantity at one time. 
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Pipe Line Report 


Says Big Companies Will Have Great Advantage Over Small Ones Until the Interstate Com- 
merce Commission Prescribes Reasonable Rates and Minima—How the Law 
Making Pipe Lines Common Carriers Has Been Rendered Nugatory 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Answering a resolution -requiring it to gather facts 
with regard to the operation of pipe lines leading from 
the mid-continent field, the Federal Trade Commission 
has sent a report to the U. §S. Senate, the substance 
of which is that, until the Interstate Commerce Com- 
mission prescribes reasonable rates and minima for 
transporting crude oil through pipe lines, the big com- 
panies will have a big advantage over the smaller con- 
cerns. No complaint has ever been made against pipe line 
rates. The report says the five big companies that con- 
trol the pipe line systems leading from the mid-continent 
field earn, on an average, 41.5 per cent on their investment, 
allowing a deduction of five per cent for depreciation. 


The Commission figures their investment to have been 
$43,857,000 in 1918. The cost of transportation on the five 
systems is figured at $10,624,000. The gross receipts, if the 
tariff rates filed with the Interstate Commerce Commis- 
sion had been collected on: all shipments, would have 
amounted to $28,837,000. The returns would have ranged 
from 14 per cent for the Magnolia system to 62 for the 
Prairie, which is counted in the report as being a Standard 
Oil property. Without deduction for depreciation, the re- 
port. says, the net returns would have been as follows: 
For the Magnolia, 15.97 per cent, 68.84 for the Prairie, 24.5 
for the Texas, 26.62 for the Standard of Louisiana, 44.60 
for the Gulf of Louisiana, and 42.94 for the Gulf of Okla- 
homa and Louisiana. 


Through the minima, ranging from 25,000 to 100,000 bar- 
rels, the report says, the pipe line companies have ren- 
dered nugatory the amendment to the act to regulate com- 
merce, adopted in 1906, declaring pipe lines to be common 
carriers. 

Lower Rates Necessary 


“It is evident that lower rates and equitable switching 
requirements by pipe lines are necessary in order to make 
pipe lines common carriers in fact as well as in law, and 
that the prosperity and perhaps even the existence of many 
small concerns are dependent upon reasonable and equit- 
able shipping conditions,” says the report. 

“To show why the law declaring the pipe lines to be 
common carriers has not been made effective, the Commis- 
sion says the pipe line companies resisted the orders of 
the Commission so that it was not until 1914 that the courts 
finally upheld the constitutionality of the amendment of 
1906. It was in the fall of that year that the present rates 
and minima of the pipe lines were filed and became ef- 
fective. 

“Up to 1915, however,” says the report, “there was very 
little use made of pipe lines as common carriers for vari- 
ous reasons, among which are the high rates and the re- 
guirement of excessively large minimum shipments of oil 
which the pipe-line companies have established for such 
services. The Interstate Commerce Commission has not 
yet determined what rates and requirements are reason- 
able, because, as already noted, it is at present making 


én investigation of the subject of pipe line transportation 


in the eastern fields.” 


— a ~~ 


The Commission says this is the first accurate investi- 
gation of the investment in pipe-line operations, and the 
cost of operating them. It treats the pipe line.as a funda- 
mental factor in the oil industry, fully as important to it 
as railroads are to agriculture, manufacture and mining. 
It says: 

“There is no possibility of any satisfactory solution of 
the problems affecting the oil industry so long as the com- 
mon carrier service of pipe lines is not performed under 
reasonable and equitable terms. Furthermore, the state- 
ment may be ventured that if these problems are once 
correctly solved, the other problems -of the oil industry 
will present not only less difficulty, but also less danger.” 

A Dominant Position 

The mid-continent field, the report says, holds a dom- 
inant position in the oil industry. Therefore the facts 
with relation to it are of vital importance to the whole 
country. It produced practically 98,000,000 barrels or 
more than a third of the whole production in 1914. If the 
lower grade crude of California be excluded, the mid-con- 
tinent production equals nearly 60 per cent of the total. 
A large part of this big production is sent East by pipe 
lines to refineries in Illinois, Indiana, Ohio, Pennsylvania, 
Maryland, New Jersey and New York. The shipments 
from that field to refineries east of the Mississippi in 1914 
were almost equal to 60 per cent of the total production 
east of the Mississippi. The mid-continent field covers an 
area 175 miles north and south and seventy-five miles east 
and west with no fewer than 150 producing pools. 

“Although particular wells’ and even particular pools 
are often quickly exhausted, experience has shown that 
this is not true of a large oil field as a whole,’ says the 
report. “A large number of oil fields have been developed 
in the United States and in foreign countries and most of 
these fields have been operated either with a large pro- 
duction for several decades or have apparently not yet 
reached their maximum production. While some of them 
are not producing the maximum quantity at the present 
time, all of them are still large producers.” 

On this statement of facts the report bases its declara- 
tion that pipe line investment in the mid-continent field is 
comparatively secure. That investment, as heretofore set 
forth, was $43,857,000 in 1913. That investment figure, the 
report says, “corresponds closely with the actual construc- 
tion cost of the property.” 


Low Cost of Operation 

As to the cost of operating the pipe lines the report is 
flat-footed in its declaration that it is low. It estimates 
the cost of gathering in the mid-continent field to range 
from 3c to 5%c per barrel. It is declared that the cost of 
main or trunk line transportation depends largely on the 
length of the line, but the volume of density of the traffic, 
the report declares, “is a factor of vital importance.” It is 
declared that oil was pumped from the Cushing pool to 
Whiting, Ind., a distance of nearly 700 miles, at a cost of 
llc per barrel, including allowance for depreciation. From 
the same pool to the Gulf of Mexico, a distance of. about 500 


miles, the lowest cost by any company was about 16c a 
barrel. 
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There is no doubt, it is believed, about the intention of 
the Commission to charge that the Standard Oil group con- 
trols transportation from the mid-continent field to such an 
extent that it is in a strategically impregnable situation. 
Two of the pipe lines from the mid-continent field, the re- 
port says, are out and out Standard Oil properties and a 
third is controlled by Standard Oil capitalists. 

“While the Standard Oil interests in this field have some 
lines which show relatively high costs, nevertheless their 
chief line running northeast to the vicinity of Chicago 
excels all others in capacity and in the extent to which that 
capacity is used. This line shows the lowest costs,” says 
the report. “This favorable situation is due partly to the 
fact that there is no other line running to points east of 
the Mississippi. As all the connecting trunk pipe lines be- 
tween this river and the Appalachian mountains are con- 
trolled by the Standard Oil group and independent refiner- 
ies are small and scattered, other pipe line concerns in the 
mid-continent field have not attempted to run their lines 
to the East, but instead have built them to the Gulf. For 
this reason the Standard refineries in the East are able 
to obtain mid-continent crude at a great advantage over 
competing refineries located in the principal consuming dis- 
tricts.” 

The net earnings before deducting bond interest of the 
companies which operate the five pipe-line systems in the 
mid-continent field have been 19.33 per cent on the net 
investment for the three-year period 1911 to 1918. These 
net earnings, however, says the report, do not show what 
they earned from pipe line operations, because in most 
cases they are also engaged in other branches of the oil 
industry, such as producing, refining and marketing, “and 
their pipe lines are operated merely as departments of 
this integrated form of business.” 


Margin Between Costs and Rates 


The Trade Commission says there is a large margin be- 
tween pipe line costs and pipe line rates. It cites, for 
illustration purposes, what it calls a few typical cases. The 
pipe line tariff rate from the Cushing pool to Whiting, Ind., 
is 42 cents per barrel. The cost of transporting that oil is 
11 cents. Adding 6 per cent interest on the net investment 
brings the cost to about 14% cents, or just a little bit more 
than one-third of the published tariff rate. For one of the 
lines to Port Arthur, on the Gulf of Mexico, the trunk line 
tariff rate is 40 cents and the trunk line cost about 16 
cents; adding enough to the cost to allow a six per cent 
return on the investment the cost becomes 20 cents, or 
exactly half the rate. 

“Apart from the rates imposed by the pipe line com- 
panies, the conditions made regarding the minimum quan- 
tity of oil which will be accepted for a shipment are such 
that the small oil producer or refiner is virtually precluded 
from using this method of transportation,” says the report. 
The Prairie (Standard) makes the minimum 100,000 bar- 
rels; other pipe lines make it 25,000; the Commission says 
it is evident, therefore, that a minimum of 100,000 is not 
necessary. 


“But a minimum requirement of 25,000 barrels would 
appear to be excessive,” says the report. “The oil is usu- 
ally accepted for shipment, not with the obligation to 
deliver the identical oil, shipped, but merely the same 
quantity minus the small percentage for loss in transit. 
A pipe line company in receiving oil in its pipe line for 
its own account is regularly taking the oil in comparatively 
small quantities from the settling tanks of the producers, 
which generally have a capacity of from 250 to 500 bar- 
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rels, directly into the pipe line system, while its trunk lines 
are ordinarily pumping it continuously. Furthermore, the 
pipe lines are making deliveries of oil at different stations 
in small quantities which frequently do not exceed 500 
barrels. 

The Difficult Problem 


“The really difficult problem for pipe lines acting as 
common carriers would appear to arise: when the ship- 
ments offered exceed the capacity of the line, and in that 
case some equitable rule would have to be determined for 
apportioning shipments. In making such apportionment it 
is obvious that no preference should be given to the oil 
belonging to the pipe line company or to concerns affiliated 
with it. As many refineries use less than 200,000 barrels 
of crude oil annually, it is evident that high minimum 
shipment requirements may alone often prevent the util- 
ization of pipe lines as common carriers.” 

The Commission’s report says that the independents 
cannot use railroads instead of pipe lines because railroad 
rates are absolutely prohibitive. From Cushing pool to 
Kansas City the rate is equal to about 37 cents a barrel, 
which is about 9 cents greater than the pipe line rate. To 
Whiting, the railroad rate is equal to 62 cents, which is 20 
cents greater than the pipe line rate. While to New York 
and_other North Atlantic seaboard points it is equal to 
$1.40 a barrel, or exactly double the pipe line rate. 


The independent who depends on the pipe line of a 
competing refinery pays a pipe line rate nearly double 
the cost of the service, according to the report. The rail- 
road is no relief because the rail rate is practically double 
the pipe line rate. Inasmuch as the transportation cost is 
never less than 20 per cent of the cost of the crude and 
frequently runs as high as 175 per cent of it, the transporta- 
tion cost, says the report, is the decisive factor. There- 
fore, the Commission concludes that “where the transporta- 
tion charges form such large proportions of the delivered 
price of a product, an excessive rate is of much more seri- 
ous consequence than where it is a small percentage, no 
matter how unreasonable the rate may be in and of itself. 

“The cost of pipe line construction is so great that a 
small concern can never hope to supply itself with such 
a facility. The cost runs about $9,000 a mile.” 


EXPRESS CLASSIFICATION 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


The effective date of the Commission’s order with regard 
to the express classification made by it being on the point 
of expiration, the express companies have availed them- 
selves of this, their first opportunity, to propose changes 
in that classification which they deem desirable. They 
have filed with the Commission their Supplement No. 1 to 
Express Classification No. A-1639, with effective date May 1. 

Forty-eight changes are proposed. The Commission’s 
men having to do with express classifications and tariffs 
have not yet completed an examination of the supplement. 
They have been struck, however, by the fact that the com- 
panies propose to increase the carload minimum on ship- 
ments of horses from ten to twelve thousand pounds. 
They, of course, have no opinion as to whether a twenty 
per cent increase in the minimum would be reasonable 
or otherwise. All they know is that such an advance in 
the minimum may be of interest to shippers, wherefore an 
interrogation point has been set opposite that item by 
those who know about the filing of the supplement. 
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Miscellaneous Traffic Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1916, by West Publishing Co.) 


CHARGES AND LIENS. 
Car Storage: 

(Sup. Jud. Ct. of Mass.) Where a shipping company 
paid all inland freight charges demanded by the carriers 
except those for car storage, the contract of its manager 
to pay such charges was binding, being within the ordi- 
nary course of its business on account of such payment.— 
New York Cent. & H. R. R. R. Co. vs. Frederick Leyland 
& Co., Ltd., 111 N. E. 285. 

Contract: 

(Sup. Jud. Ct. of Mass.) Where the contract between an 
inland freight carrier and a shipping company provided 
that the inland carrier should not be liable for any de- 
lays due to strikes, riots, or stoppage of labor, and that 
through freight left in care of the inland carrier more 
than 24 hours after its arrival at its destination would 
be held subject to the carrier’s lien for storage charges, 
the contract contemplated as within the scope of the 
shipping company’s business, the payment of all such 
charges.—New York Cent. & H. R. R. R. Co. vs. Frederick 
Leyland & Co., Ltd., 111 N. E. 285. 

Powers of Agent: 

(Sup. Judicial Ct. of Mass.) The manager of a shipping 
company appointed “in the name and stead of the ship- 
ping company to manage and transact its business,” and 
authorized to make contracts in the ordinary course of 
the shipping company’s business, is an agent whose agree- 
ment in behalf of the shipping company to pay certain 
charges for car storage caused by delays resulting from 
a strike of its longshoremen, was binding upon the shipping 
company.—New York Cent. & H. R. R. R. Co. vs. Fred- 
erick Leyland & Co., Ltd., 111 N. E. 285. 

Statement of Rates: 

(Circuit Ct. of Apps., Fifth Circuit.) Where a schedule 

filed by a carrier and specifying certain allowances for 


wharfage and handling was directed by the Interstate 
Commerce Commission, in a proceeding before it, to be 
canceled, the Commission’s decision eliminated such 4l- 
lowances from the filed tariff—Southern Cotton Oil Co. 
vs. Central of Ga. R. R. Co., 228 Fed. Rep. 335. 


INTERSTATE TRANSPORTATION. 


Discrimination: 


(Circuit Ct. of Apps., Fifth Circuit.) Under Comp. St. 
1913, 8569, requiring carriers subject thereto to file with 
the Interstate Commerce Commission, and print and keep 
open to public inspection, schedules, showing all rates, 
fares and charges, and stating all privileges or facilities 
granted or allowed, and all rules or regulations changing 
or affecting such rates, fares and charges, a carrier cannot 
pay a shipper for the shipper’s services in the wharfage 
and handling of goods, unless the charges therefor are 
specified ‘in a duly published schedule or tariff—Southern 
Cotton Oil Co. vs. Cent. of Ga. R. R. Co., 228 Fed. Rep. 335. 

Where, under a carrier’s duly published schedule or 
tariff, it would have been a violation of law for it to 
voluntarily pay a shipper for the shipper’s services, in 
the wharfage and handling of goods, the shipper was not 
entitled to a judgment requiring the carrier to pay for 
such services.—lId. 


Presumption: 


(Circuit Ct. of Apps., Fifth Circuit.) In an action against 
a carrier for services in the wharfage and handling of 
goods, where neither the petition nor the agreed state- 
ment of facts, which was adopted as defendant’s answer, 
showed that plaintiff was not the owner or shipper of 
the goods, it would be presumed that it was the shipper.— 
Southern Cotton Oil Co. vs. Central of Ga., 228 Fed. Rep. 
335. ~ : 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, published by West Publishing Co., St. Paul, Minn. 


~ 


; BILLS OF LADING. 
False Bill: 

(Sup. Ct. of Miss.) Plaintiff in New York purchased 
false bills of lading with foreign exchange attached for 
two shipments of export cotton of 100 bales each, bearing 
certain marks, purporting to have been issued by defend- 
ant railroad. Thereafter the alleged shipper procured the 
defendant, acting in good faith, to issue true bills of 
lading to its agent and to sign a telegram to its broker 
in New York, stating that it had received two export 
shipments of cotton of the same marks, which shipments 
under the true bills of lading were stopped by the holder 
thereof. The foreign exchange draft was never honored 
and plaintiff lost the money advanced on-the false bills 
of lading. Held, that, as there was no misrepresentation 
in the telegram, which stated the truth, plaintiff could 
not recover of defendant on the ground that the telegram 


Copyright, 1916, by West Publishing Co.) 


had misled plaintiff and caused the loss.—Guaranty Trust 
Co. of New York vs. Mobile & O. R. R..Co., 70 Sou. 585. 
False Bill—Liability: 


(Sup. Ct. of Miss.) In such case, as defendant rail- 
road was obliged to deliver the cotton to the holder in 
good faith, of its true bills of lading or to stop the ship- 
ments, on the holder’s order, there could be no modifica- 
tion by it of the false bills of lading—Guaranty Trust 
Co. of New York, vs. Mobile & O. R. R. Co., 70 Sou. 585. 

In such case, the sending of a telegram at the request 
of a shipper’s agent for his accommodation by defendant’s 
agent, familiar with the methods by which export ship- 
ments of cotton were handled, and knowing, or who 
should have known, that the telegram was for the use of 
the purchaser of the exchange in selling it or in disposing 
of the ladings, did not.estop defendant from disputing the — 
fact that the bills of lading purchased by plaintiff were 
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false, as the statements in the telegram were true, and 
as its agent might presume good faith on the part of 
its shippers and that no false and forged bills of lading 
would be offered for sale by the shipper.—Id. 


LOSS OF OR INJURY TO GOODS. 


Act of God: 

(Sup. Ct. of Fla.) Where goods are lost or injured as 
a result of the negligent act of the carrier, to whom they 
have been delivered for transportation, concurring with 
an act of God, the carrier cannot maintain that the act 
of God was the sole proximate cause of the loss of or 
injury to the goods, so as to relieve it from liability. — 
Gulf Coast Transp. Co. vs. Howell et al., 70 Sou. 567. 
Burden of Proof: 

(Sup. Ct. of. Fla.) Where the claim is made that, not- 
withstanding the intervention of an act of God, injury 
to the goods delivered to a common carrier for trans- 
portation would not have occurred but for the negligence 
of the carrier in exposing them, the burden of proof is 
upon the party asserting such claim.—Gulf Coast Transp. 
Co. vs. Howell et al., 70 Sou. Rep. 567. 

Contributory Negligence: 

(Sup. Ct. of Fla.) Negligence of the shipper concurring 
with an act of God in the destruction of goods delivered 
to a carrier for transportation constitutes no defense oy 
the carrier to an action brought against it by the shipper 
for damages for loss of the goods, where the carrier is 
also guilty of negligence, which, concurring with the act 
of God, resulted in the loss of the goods.—Gulf Coast 
Transp. Co. vs. Howell et al., 70 Sou. Rep. 567. 

Delivery to Carrier: 

(Sup. Ct. of Fla.) A common carrier may, by special 
arrangement with a shipper or by implication through 
habitual custom or usage, agree to accept and receive 
goods for transportation placed along its line for ship- 
ment, at places other than the regularly designated places 
for the reception and delivery of freight—Gulf Coast 
Transp. Co. vs. Howell et al., 70 Sou. 567. 

Where usage and custom is relied upon to show a con- 
structive delivery of goods to a common carrier for trans- 
portation, the burden is upon the party relying upon such 
custom and usage to clearly and definitely establish it; 
and, where the evidence is uncertain and contradictory, it 
will be deemed insufficient.—Id. 

Insurer: 

(Sup. Ct. of Fla.) The liability of a common carrier 
entrusted with goods for transportation is that of an 
insurer of the goods, and it is held to a strict accounta- 
bility for injury to or loss of such goods.—Gulf Coast 
Transp. Co. vs. Howell et al., 70 Sou. 567. 


Pleading: 

(Sup. Ct. of Fla.) A declaration which in substance 
alleges that, although the goods which were delivered 
to a carrier for transportation were destroyed by an act 
of God, yet the carrier could have foreseen such result 
and, by the exercise of prudence and diligence, could have 
protected the goods from injury, but that it negligently 
failed to do so, states a cause of action against the carrier. 
—Gulf Coast Transp. Co. vs. Howell et al., 70 Sou. 567. 


Sufficiency of Evidence: 


(Sup. Ct. of Fla.) The evidence examined, and found 
to be insufficient to establish a constructive delivery of 


the goods by the shipper to the carrier for transportation. 


—Gulf Coast Transp. Co. vs. Howell et al., 70 Sou. 567. 
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GRAIN CASE REHEARING 


THE TRAFFIC SERVICE NEWS BUREAU. 
Colorado Building, Washington, D. C. 





In deciding, March 2, to rehear the Export Grain Rate 
case, I. and S. 623, the Commission, it is believed, gave 
considerable weight to the fact that its decision denying 
the advance of 3 cents on grain and of 2 cents on products 
and by-products was made by a vote of 4 to 3. Commis- 
sioners Clark, Harlan and Daniels were in favor of allow- 
ing the advances. Commissioner Harlan wrote a dissenting 
opinion in which he said: 

Until the question was settled by the Supreme Court of the 
United States in the so-called Import Rate Case, 162 U. S. 
197, there had been some uncertainty in the Commission as to 
the right of the carrier to maintain on imports. and exports 
lower rates than were in effect at the same time on domestic 
traffic between the same points. Since that time the Com- 
mission has repeatedly acquiesced in tariffs in which that dis- 
tinction in rates was made. In the light of this record, how- 
ever, and in the absence of some more definite showing of 
justifying differences in the conditions of transportation than 
the heavier loading of the export traffic mentioned in the ma- 
jority report, I am unable to assent to: the finding and order of 
the report forbidding the moderate advances here proposed. 
Without discussing in detail all the conditions attending the 
transportation of export traffic, it seems to me that the longer 
free time allowed at the port on export shipments fully offsets 
the heavier loading alluded to in the majority report. 

The railroads in their: petition for a rehearing noted 
the fact that the Commission, in its report, seemed to have 
doubt as to the accuracy of their declaration that exports 
are diminishing via the Atlantic seaboard and their con- 
clusion from that fact that the economic reasons for main- 
taining low export rates is disappearing. They therefore 
desire an opportunity to show that there can be no doubt 
about the diminution of exports, and therefore the dis- 
appearance of the reason for export rates lower than the 
charges on domestic traffic. The carriers also desire an 
opportunity to remove any doubt as to the accuracy of 
their assertion that there is no substantial difference in 
the loading of domestic and export grain. They desire to 
clear up that point because in its report the Commission 


adopts the theory that the domestic grain traffic moves 


under heavier lading than is the fact with regard to ex- . 


port. They desire to show that there is no substantial 
difference attaching to the two kinds of traffic. They also 
want to show that the chief witness for the protestants 
admitted that the domestic rate is not unreasonable for 
the service rendered. They want to make it clear that 
the suspended and cancelled tariffs meet the requirements 
of the law that the carriers show the advanced rates would 
not be unreasonable. 


FREIGHT BILL RULING 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


In the Matter of Freight Bills, No. 5518, on which the 
Commission has heretofore expressed views, a supple- 
mental expression, made March 3, follows: 

“Freight bills presented to the ultimate consignees of 
shipments reconsigned in transit ought not to disclose the 
name of the original consignors; neither should they show 
the original point of shipment nor the route of movement 
to the reconsigning point except in instances where the 
ultimate consignee is required to pay the through charges.” 


COMMISSION ORDER. 

The Commercial Club of Kansas City has been allowed 
to intervene in case 3340, Vulcan Iron Works vs. Santa 
Fe et al., and in I. and S. 714, Iron and Steel to Colorado 
Points, 
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LEGAL DEPARTMENT 


Conducted by 
CHARLES CONRADIS 
General Counsel, The Traffic Service Bureau. 





In this department we shall answer ror conti relat- 
ing to the law of interstate transportation of freight. Readers 


desiring special service by immediate answer may secure pri-- 


a gua answers to their Inquiries by the payment of a 
small fee 

Address Legal Department, The Traffic Service Bureau, 
Colorado Bullding, Washington, D. C 





Time Within, which to Recover Overcharge. 

Ohio.—Question: “A great deal has been said from 
time to time, through the columns of The Traffic World, 
with reference to the bill of lading clause, which provides 
a time limit for filing claims for loss, damage or delay, 
but I do not locate that it has yet been brought out clearly 
with reference to the existence or non-existence of any 
rule or order of the Commission pertaining to the time 
limit for filing overcharge claims. I understand that re- 
covery of an overcharge may not be had by order of 
reparation from the Commission, or by resort to the 
courts, unless action is begun within the statutory limit 
of two years, or the time prescribed in the statutes of 
limitation of the various states in which action may be 
brought. I presume that under the provisions of the 
‘Act to regulate commerce’ that it would be proper for 
the carrier to refund the overcharge, or the shipper ‘o 
pay the undercharge at any time that such overcharge 
or undercharge is brought to their respective attention, 
but that recovery may not be forced in either direction 
if the defendant sees fit to avail himself of the statute 
of limitation. Am I correct?” 

Answer: Your statement is substantially correct. This 
subject we have fully treated in our answer to “Arizona,” 
published on page 619 of the Sept. 11, 1915, issue of The 
Traffic World, under the title of “Time Within Which to 
Recover Overcharges and Undercharges.” 

% * * 
Discrimination Against Commodities in Switching Tariff. 

Minnesota.—Question: “Will you kindly advise as to 


‘the intermediate application of a switching tariff? The 


case in question is where a switching tariff covers one 
commodity between First street and Tenth street, we will 
say, and another industry locates at Fifth street, han- 
dling a commodity entirely different. The party at Fifth 
street claims that the carrier must haul his live stack 
because he is nearer First street junction than the man 
at Tenth street, who handles lumber. The switching tariff 
only covers lumber and was gotten out specially to cover 
the business for the man at Tenth street.” 

Answer: We infer that the particular point upon which 
our correspondent seeks information is whether the car- 
rier is compelled by law to accept live stock shipments 
at an intermediate point when its tariff. provides only 
for the switching of lumber received ator for points 
beyond the intermediate point, and whethér such refusal 
by the carrier constitutes an undue discrimination under 
the law. <As the correct answer to such a question de- 
pends mainly upon a correct interpretation of the carrier’s 
tariff, it will be necessary for us to know something more 
about the ecarrier’s tariff rules regarding such shipments, 
and on receipt of the required information we shall cheer- 
fully give the matter our prompt attention. 

% % % 
Rate on Scrap Leather Based on Use. 

Colorado.— Question: “Supplement No. 8 to Western 
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Classification No. 53, item 531, Scrap Leather, limits the 
application of this section by a note providing ‘Ratings 
on scrap leather apply only on refuse * * * do not 
apply on bellies, heads, shanks, * * * nor on leather 
cuttings or trimmings suitable for the manufacture of 
small leather articles, such as rosettes, tufts or washers.’ 
In view of the ruling of the Commission expressed in 
Conference Rulings Bulletin No. 6, item 34, it is my belief 
that this section of the supplement is unlawful. What 
is your opinion?” 

Answer: A substantial effect of Rule 34, Conference 
Rulings Bulletin 6, is to hold that a carrier has no right 
to establish a rate on a commodity based on the use of 
such commodity. It is well settled that a rate should 
not be made with respect to the use to which the com- 
modity is to be put. Such a rate has been frequently 
condemned by the Interstate Commerce Commission and 
also by the United States Supreme Court. But in a case 
where leather was used in the manufacture of harness, 
and taking a higher rate than leather ysed for shoe soles, 
both of practically the same value, loaded and trans- 
ported, under substantially no differences, the Commission 
held that the rates to manufacturers of harness did not 
result in an undue prejudice or disadvantage, as such 
leather was not in competition and not used interchange- 
ably with shoe sole leather. Chamber of Commerce, Ma- 
con, Ga., vs. C., N.. 0.’ @& T. P.. Ry. et al. 60 £. -C. C.; S17 
(see Traffic World, June 13, 1914, page 1202). 


The chief purpose, however, of the rule above cited 
is to provide a lower rate on articles that are in fact 
scrap and possessing none of tthe values of the article 
which they originally purported to be. The Commission 
has frequently held that the carriers may establish a lower 


* rate than the regular tariff rates applicable to the new 


or originally transported article, or articles, that no 
longer have a value as the original, and cease to be the 
same as the original, or used for similar purposes. In 
the shipment of scrap iron particularly most of the car- 
riers’ tariffs provide for a special rating when the scrap 
iron cannot be used for the purposes for which it was 
used when new, and so broken. into scraps or pieces at - 
the point of shipment that it may not be used for the 
purpose for which the new article was used. See Ameri- 
can Mfg. Co. vs. L. & N. R.R. Co. et al., 21 I. C. C., 483 
(Traffic World, Oct. 28, 1911, page 737); Continental Iron 
& Steel Co. vs. L. & N. R. R. Co., 22°I. C. C., 281 (Traffic 
World, Jan. 27, 1912, page 151); Minneapolis Traffic Assn. 
vs. C. & N. Ry. Co., 23 I. C. C., 432. (see Traffic World, 
May 25, 1912, page 1017). In the case of Danciger vs. 
P.-C. C. & St. L. Ry. -Co. et al., 29 I. C. C., 99 {see Traffic 
World, Feb. 14, 1914, page 310), the Commission said: © 
“Such of these articles or parts as are in fact scrap are 
entitled to the scrap rate, but if they have any value 
as the article which -they originally purported to be, we 
do not feel that we can require the carrier to transport 
them at other than the regular tariff rates applicable to 
the new originally transported article.” é 


* * * 


Delivery by Express Company to Points: Without Agency. 


Missouri.—Question: “A shipper at Dundee, IIl., deliv- 
ered to the American Express Co. shipment destined to 
Braithwaite, Okla., charges collect...After due time had 
passed, consignee wrote shipper that shipment had not ar- 
rived and claim was finally filed by the shipper. On in- 
vestigation the express company found that shipment had 
gone through on schedule time, but was held at Dill, 
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Okla., as there was no express office at Braithwaite, and 
Dill being the nearest point with an agent and only a 
few miles away. The express company claim to have 
notified consignee twice without result and finally notified 
shipper. They claim it is no obligation on their part to 
notify shipper, and further: state, that under paragraph 
7, of their official receipt, they had a perfect right to send 
shipment to Dill. The paragraph reads as follows: (‘If 
no express company has an agency at the point of des- 
tination, said property may be carried to the agency near- 
est or most convenient thereto and consignee notified.’ 

“Shipper’s tag plainly read destination ‘Braithwaite, 
Okla.,’ therefore, as shipper had no way of knowing there 
was no express office at Braithwaite, was it not the duty 
of the express company to have called their attention 
to that fact and demanded that charges be prepaid and 
shipment unloaded at owner’s risk, or secured permission 
to carry beyond?” 

Answer: The rule above quoted is the one that is in 
general use by all express companies, engaged in the 
transportation of interstate commerce, as is shown by 
their receipt form. This form has received the approval 
or the Interstate Commerce Commission, in the Matter 
of Express Rates, Practices, Accounts and Revenues, 24 
I. C. C., 380 (see Traffic World, July 20, 1912, page 122), 
as also have certain classification rules of the express 
companies, among which is rule 8 (c), reading as follows: 

“At points where delivery service is not maintained 
the agent must at once give consignee notice of arrival, 
either personally, or by mail, to the address given on 
the package. Personal notice must be confirmed by mail.” 

The right to exact payment for a service before it is 
rendered, or to extend credit, is a matter entirely in the 
discretion of the carrier, and exists both at common law 
and under the interstate commerce act. As the receipt 
is equivalent to a contract between shipper and the ex- 
press company and as the shipper is presumed to know 
and be bound by its provision, there was no obligation 
on the part of the express company to secure from the 
shipper his permission to carry the shipment in question 
to the point named, other than that permission given by 
the aforesaid rule in the receipt. 
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Ownership F. O. B. shipments. 

California—Question: “We would like some informa- 
tion concerning the liability arising out of the ordinary 
contractual relationship existing between seller and buyer 
when goods are sold f. o. b. destination in case of loss 
or damage to goods while in transit. Need the buyer 
look no further than to the seller or must the buyer look 
to the carrier for relief? Suppose the article damaged 
or lost was one which could not be replaced except at a 
higher cost, or possibly not at all. Would the failure of 
the seller to make delivery to buyer be a breach of con- 
tract, and, if so, what would be the extent of his lia- 
bility? In other words, does the term f. o. b. destination 
imply a warrant of safe delivery at destination against 
contingencies beyond the seller’s control? Could a buyer 
because of the inability of the shipper to supply him with 
a duplicate on an article lost in transit go to some other 
source; pay a higher price for it and hold the seller for 
the difference?” 

Answer: The initial letters “f. o. b.” in contract of sale 
imply that the buyer shall be free from all expenses and 
risks attending the delivery of the property at the point 
named in the contract. If by the terms of the contract 
the seller is required to send or forward or deliver the 
goods to the buyer, the title and risk remain in the seller 
until the transportation is at an end, or the goods are 
delivered in accordance with the contract. See our an- 
swers to “Ontario,” published on page 1079 of the Dec. 
12, 1914, issue of The Traffic World, and also to “Ohio,” 
published on page 266 of the July 31, 1915, issue of that 
paper. As the risk of the safe transportation of goods 
consigned f. o. b. destination is upon the consignor, he 
will be considered as the owner for the purpose of main- 
taining an action against the carrier for their loss or 
injury. 

The measure of damages to the consignee for the breach 
of contract by the consignor would be the invoice price 
of the goods lost or damaged, or if there was no invoice 
price, then the market value of the goods at the time 
of the damage, and not the market price of similar zoods 
purchased at a later date, since the latter damages would 
be based on-remote or speculative losses. 








~ Docket of the Commission 


Note.—Items in the Docket marked with an asterisk (*) are 
new, having been added since last Friday’s Daily and since the 
last issue of The Traffic World. Cancellations and postpone- 
ments announced too late to make the change in this Docket 
will be noted elsewhere. 


March 6—Ada, Okla.—Examiner Marshall: 
1, & S. 785—Cement to Texas points. 


6—Washington, D. C.—Examiner Disque: 
eee ew oe Traffic Bureau vs. Ala. & Miss. Ry. Co. 


t al. ; 
8117—-Atlanta Freight Bureau vs. Ala. & West Point R. R. 
Co. et al. wis ty 
8328—Freight Bureau Chamber of Commerce of Macon vs. 
Clyde 8S. S. et al. 3 
March 6—New York, N. Y.—Examiner Gerry: 
1. & S. 794—New York storage (No. 2). 
March 7—New York, N. Y.—Examiner Gerry: 
7664—Palmer Lime and Cement Co. vs. P. RK. R. Co. et al. 
7763—Palmer Lime and Cement Co. vs. P. R. R. Co. et al. 
7815—Palmer Lime and Cement Co. vs. P. R. R. Co. et al. 
7867—Palmer Lime and Cement Co. vs. P. R. R. Co. et al. 
7—Washington, D. C.—-Examiner Mackley: 
iot—Whiteville” Lumber Co. et al. vs. Atlantic Coast Lins 
et al. 
March 8—Oklahoma City, Okla.—Examiner Marshall: 
1. & S. 777—Export grain to gulf ports. 
\. & S. 779—Pacific coast southwest lumber. 
Argument at Washington, D. C.: 
Masse Saadioon Board of Commierce et al. vs. C. & N. W. et al. 


h 8@—New York—Examiner Gerry: 
oSost-—Bueh Terminal] R. R. Co. vs. N. Y. Central R. R. Co. 


et al. 


March 8—Philadelphia, Pa.—Examiner La Roe: 
* 1. & S. 739—Cotton piece goods from New England points. 


March 9—Oklahoma City, Okla.—Examiner Marshall: 
8216—Texas Cement Plaster Co. vs. A. T. & S. F. Ry. et al. 


March 9—Argument at Washington, D. C.: 
he Crouch Grain Co. et al. vs. A. T. & S. F. R. R. 
o. et al. 
8233—Hale-Halsell Grocer Co. vs. M. K. & T. et al. 
5942—Consolidation Coal Co. et al. vs. B. & O. et al. 


March 10—Mystic, Conn.—Examiner Gerry: 


y 
=a M. Edmond vs. Groton & Stonington St. Ry. Co. 
et al. 


March 10—Philadelphia, Pa.—Examiner La Roe: 
* I, & S. 790—New England plaster rates. 


March 10—Argument at Washington, D. C.: 
8345—Lott B. Malone vs. N. Y. Telephone Co. et al. 
8354—Kansas City Millers’ Club et al. vs. A. T. & S. F. et al. 
et ee ge & Arkansas Lumber Co. et al. vs. St. L. I. 
x . et al 


March 11—Argument at Washington, D. C:: 
|. & S. 714—Iron and steel rates to Colorado points. 
8340—Vulcan Iron Works Co. vs. A. T. & S. F. et al. 
\. & S. 723—Cotton concentration at Weleetka, Okla. 


March 13—Hutchinson, Kan.—Examiner Marshall: 
8271—Hutchinson Traffic Bureau vs. A. T. & S. F. Ry. et al. 
8272—Hutchinson Traffic Bureau vs. C. R.1. & P. Ry. Co. et al. 

March 13—Seattle, Wash.—Examiner Watkins: 
8571—Public Service Commission of Washington vs. Ala. & 

Vicks. Ry. et al. . 


8140—Transportation Bureau of the New Seattle Chamber of 
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March 13—Buffalo, N. Y.—Examiner Gerry: 
Commerce vs. Gt. Nor. Ry. Co. et al. 
1. & S. 761—Grain transit rules at Buffalo, N. Y. 


March 13—Baltimore, Md.—Examiner Gibson: 


7452—Palimer & Seamans Lumber Co. vs. B. & O. RK. R. Co. 


et al. 
8298—P. Dougherty Co. vs. B. & O. R. R. Co. et al. 


March 13—Norfolk, Va.—Examiner Fleming: 


8560—North Carolina Pine Assn. vs. Norfolk & Western Ry. 


Co. et al. 
March 13—Lincoln, Neb.—Examiner Money: 


#559—Lawlor Cycle Co. vs. Chicago, Milwaukee & St. Paul Ry. 


Co. ét al. 


March 13—Philadelphia, Pa.—Examiner Bissell: ? 

* 1, & S. 765—Class rates from Chestnut Ridge Ry. stations. 

March 14—Philadelphia, Pa.—Examiner Gibson: 
8464—Philadelphia Screen Mfg. Co. vs. P. R. R. Co. et al. 
8574—Atlantic Refining Co. vs. P. R. R. Co. 
8588—Wistar, Underhill & Nixon vs. C. & O. Ky. Co. et al. 


March 14—Memphis, Tenn.—Examintr Mackley: 
|. & S. 775—Rates on lumber to the northwest. 
1. & S. 745—Southeastern lumber. 


March 14—Omaha, Neb.—Examiner Money: 
5781—Geo. H. Lee Co. vs. C. R. I. & P. Ry. Co. et al. (As- 
signed for further hearing.) - 
8403—Chas. C. Keeley vs. C. Gt. West. R. R. Co. et al. 
8437—Wylie & Moorehouse vs. C. B. & Q. R. R. Co. et al. 
March 15—Topeka, Kan.—Examiner Marshall: 
8414—Wamego Seed House and Elevator vs. Union Pacific 
R: BR. Co, 
8597—M. W. Cardwell vs. C. R. I. & P. Ry. Co. 
8469—Kansas Car-Lot Egg Shippers’ Assn. vs. B. & O. R. R. 
Co. et al. 
* 8633—Swift & Co. vs. Wabash R. R. Co. et al. 
March 15—Durham, N. C.—Examiner Fleming: 
8497—J. S. Bradsher et al. vs. Southern Rhy. Co. et al. 


March 15—Grand Rapids, Mich.—Examiner Gerry: 
8480—Macey Co. et al. vs. Pere Marquette R. R. Co. 
8555—Holland-St. Louis Sugar Co. vs. Ill. Cent. R. R. Co. 
et al. 


March 15—Philadelphia, Pa.—Examiner Gibson: ; 
8305—Virginia Pine Lumber Co. vs. N. Y. P. & N. R. KR. Co. 


et al. 
8577—John A. Cranston Lumber Co. vs. Sou. Ry. Co. et al. 


March 16—Greensboro, N. C.—Examiner Fleming: 
8450—Lexington Mirror Co. vs. Southern Ry. Co. et al. 
8557—Newport Lumber Co. vs. Atlantic & Western R. R. Co. 

et al. 


March 16—Portland, Cre.—Examiner Watkins: 
8373—Eastern and Western Lumber Co. et al. vs. Ore.-Wash. 
R. R. & Nav. Co. et al. 
8456—Astoria Box Co. et al. vs. Spokane, P. & S. Ry. Co. et al. 
* |, & S. 779—Pacific Coast-Southwest lumber. For purpose of 
permitting Pacific Coast protestants an opportunity to pre- 
sent their testimony. 


March 16—Sioux City, Ia.—Examiner Money: 
8442—Haley-Keeley Company vs. C. B. & Q. R. R. Co. et al. 


March 17—Memphis, Tenn.—Examiner Mackley: 
$528—Kratzer ‘Cured Lumber Co. et al. vs. Y. & M. V. R. R. 
Co. et al. 
8529—Lamb-Fish Lumber Co. et al. vs. Y. & M. V. R. R. 
Co. et al. 
8530—James E. Stark & Co. et al. vs. Illinois Central R. R. 
Co. et al. 


March 17—Grand Rapids, Mich.—Examiner Gerry: 
8247—Cadillac Lumber Exchange vs. Ann Arbor R. R. et al. 
8329—Cadillac Lumber Exchange vs. Ann Arbor R. R..-et al. 

March 17—New York, N. Y.—Examiner Gibson: 

1. & S. 747—Rates on fish to New York, N. Y. 
l. & S. 768—Rates on lath yarn from Auburn, N:. Y. 

March 18—Kansas City, Mo.—Examiner Marshall: 

1. & S. 772—Molasses from Texas and Louisiana points. 


March 18—New York, N. Y.—Examiner Gibson: 
1. & S. 771—Rate on tank iron and steel to Baton Rouge, La. 
March 18—Beaufort, S. C.—Examiner Fleming, at 9 a. m.: 
8020—Long & Bellamy Bros. Co. vs..Charleston & Western 
Carolina Ry. Co. et al. 


March ‘48—Clinton, Ia.—Examiner Money: 
8398-E. Heend vs. C. & N. W. Ry. Co. et al. 


Match 20—New York, N. Y.—Examiner Gibson: 
8111—International Salt Co. of New York vs. Seaboard Air 
Line Ry. et al. 
8422—Trexler Lumber Co. vs. Sou. Ry. Co. et al. 
8425—International Paper Co. vs. Me. Cent. R. R. Co. et al. 
8547—International Paper Co. vs. Me. Cent. R. R. Co. et al. 


March 20—Columbus, Ga.—Examiner Fleming: 
6445—Julius Friedlander & Co. vs. Cent. of Ga. Ry. et al. 
8502—Phillips Hardware Co. vs. Detroit & Cleveland Nav. Co. 
et al, : 


March 20—Dubuque, Ia.—Examiner Money: 
1. & S. 764—Lumber to Montana points. 

March 21—New York, N. Y.—Examiner Gibson: 
8334—Barrett Mfg. Co. vs. A. T. & S..F. Ry. Co. et al. 
8385—Sidney W. May vs. N. Y. Central R. R. Co. et al. 


8412—Continental Paper Bag Co. vs. L. & N. R. R. Co. et al. 


8521—Central Foundry Co. vs. Sou. Ry. Co. et al. 


March 22—New York, N. Y.—Examiner Gibson: 
7416—American Radiator Co. vs. L. V. ‘R. R. Co. 
8540—Carlowitz & Co. vs. Can. Pac. Ry. Co. et al. 
8583—L. E. Ransom Co. vs. N. Y. N. H. & H. R. R. Co. et al. 
8604—Sanders & Barnett vs. L. V. RK. R. Co. 
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DIGEST OF NEW COMPLAINTS 


No. 8641. Northern Potato Traffic Assn., Minneapolis, vs. Chi- 
cago & Alton et al. 

Unjust and unreasonable rates, rules and régulations cover- 
ing shipments of potatoes from Wisconsin and Minnesota 
points to destinations in Illinois, Iowa, Missouri and others 
in Western Trunk Line territory. Asks for a cease and desist 
order, reasonable rules and regulations. 

7 8642. oa Crosse Shippers’ Assn. et al. vs. C. L & L. Ry. 

o. et al, 

Unjust and unreasonable and discriminatory rates on coal 
from Indianapolis, Chicago, Peoria and Joliet to La Crosse. 
Ask for a cease and desist order, just and reasonable rates 
and reparation. 

No. 8643. Fargo (N. D.) Mercantile Co. vs. Nor. Pac. Ry. Co. 

Against a rate of 40 cents per 100 pounds and a minimum 
weight of 50,000 pounds on shipments of sugar, carload, from 
Billings, Mont., to Fargo, Dickinson and Jamestown, N. D., 
as unjust, unreasonable and discriminatory to the extent that 
it exceeds the rate of 30 cents in effect to St. Paul, Minne- 
sota Transfer, Minneapolis, Duluth, Minn., and Superior, Wis. 
Ask for a cease and desist order, just and reasonable rates 
and reparation of $6,250. 

No. aw The Acme Mills, Hopkinsville, Ky., vs. L. & N. 
R. R. Co. 

Against a rate of 59% cents per 100 pounds on molasses, 
carload, from Mobile, Ala., to Hopkinsville, as unjust, un- 
reasonable and discriminatory as compared with the rate of 
21 cents charged from Mobile to Nashville, Henderson, Ky., 
Evansville, Ind., and St. Louis, Mo. Ask for the Nashville 
combination of 22% cents or such other rates as the Com- 
mission may deem just and reasonable and reparation. 

No. 8645. Dakota Improved Seed Co., Mitchell, S. D., vs. Chi- 
cago, Milwaukee & St, Paul. 

Unjust and unreasonable rates on alfalfa seed between 
Mitchell and Minneapolis. Asks for a rate not exceeding 43 
cents and reparation. 

No. 8646. Garland Nut and Rivet Co., Pittsburgh, vs. Pitts- 
burgh & Lake Erie et al. 

Against a minimum of 80,000 pounds in connection with a 
rate of 75 cents on small rivets from Pittsburgh to Seattle 
as unjust, unreasonable and discriminatory. Asks for a cease 
and desist order and a minimum not in.excess of 40,000 
pounds. 

No. 8647. Chicago Bridge and Iron Works, Chicago and Bridge- 
port, Canada, vs. Pittsburgh & Lake Erie et al. 

Against a rate of 13% cents on steel beams, angles, chan- 
nels and plates from Pittsburgh to Bridgeport, Ont., as un- 
just and unreasonable and unduly discriminatory because it 
exceeds 12 cents on similar shipments to Shipyard, Ont., a 
more distant point. Asks for reparation. 

No. 8648. Sand Point (Ida.) Lumber and Coal Co. vs. Northern 
Pacific et al. 

Unjust and unreasonable charges on cedar poles on an 
idler car to the amount that they exceeded the charge that 
would have accrued on single car shipments from Culver 
to Twin Falls, Idaho. 

No. 8649. Orrin S. Good, Spokane, vs. Great Northern et al. 

Against a rate of 40 cents on pine from Wellesley, Ida., to 
Northville, N. D., as unjust and unreasonable because in ex- 
cess of 37 cents. Asks for a rate of 37 cents and reparation. 

No. 8649, Sub. No. 1. Hogan & West, Spokane vs. Great North- 
ern et al. 

Unjust, unreasonable and discriminatory rates on pine from 
Springston, Ida., to Power’s Lake, N. D. Ask for a rate not 
exceeding 35 cents and reparation. 

No. 8650, LaCrosse Shippers’ Assn. vs. Chicago, St. Paul, Min- 
neapolis & Omaha et al. 

Unjust_and unreasonable rate of 12 cents on scrap paper 
from LaCrosse to Minnesota Transfer. Asks for a rate of 8 
cents and reparation. 


No. 8651. LaCrosse Shippers’ Assn. vs, Chicago, Milwaukee & 
St. Paul et al. 
Against a rate of 20 cents on beer, C. L., from LaCrosse to 
Sioux Falls as unjust, unreasonable and discriminatory. Asks 
for a rate of 15 cents and reparation. 


No. 8652. LaCrosse Shippers’ Assn., for the Cargill Coal Co. 
et al. vs. C. C. C. & St. L. et al. 
Unjust, unreasonable and discriminatory~-rates on soft coal 
from points in Illinois to LaCrosse. Asks for just and reason- 
able rates and reparation. ' 


-~ 8653. Currie & Campbell, Philadelphia, vs. Central of New 
ersey. Esai 

Unjust, unreasonable and discriminatory rateSi36n maple 
lumber from Hambleton, W. Va., to Bronx termfnal, New 
York City. Asks for cease and desist order and reparation. 

No. 8654. The Crown Cork and Seal Co., Baltimore, vs. P. R 
R. Co. et al. 

Against the second class rate of $3.20 per 100 pounds on 
bottle openers from Baltimore to Los Angeles via Chicago as 
unreasonable and grossly discriminatory. Asks for reason- 
able rate and reparation. 

No. 8654, Sub. No. 1. The Crown Cork and Seal Co., Baltimore, 
va.. P. -R. RK. Co. et al. 

Same with reference to shipments from Baltimore to Los 
Angeles. 

No. 8654, Sub. No. 2. ‘The Crown Cork and Seal Co., Baltimore, 
vs. P. R. R. Co. et al. 

Same, with reference to shipments to San Francisco. 

No. 8655. J. D. Hollinshead Co., Chicago, Ill., vs. St. L. & S. F. 
R. R. Co. et al. 

Unjust and unreasonable rates on shipments of gum staves 
from Lepanto, Ark., to Memphis, Tenn., for reconsignment to 
Saltville, Va. Cease and desist order, the establishment of 
maxima rates and reparation asked for. 

No. 8656. Thos. McFarland Lumber Co., Cairo, Ill., vs, Butler 
County R. R. Co, et al, ; 
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Against a rate of 15% cents on lumbér from Platanus, Mo., 
to Cairo as unjust and unreasonable. Asks for reestablish- 
ment of a 10 cent rate and reparation. 

No. 8657. McClintick & Co., Tustin, Mich., and Evansville, Ind., 
vs. L. & N. et al. 

Unjust and unreasonable charges on shipments of water- 
melons from Welborn, Ind., to Bryan, O. Asks for a cease 
and desist order, just and reasonable rates and reparation. 

No. 8658. Federal Milling Co., Lockport, N. Y., and Camillus, 
N. Y., vs. Minneapolis, St. Paul & Sault Ste. Marie et al. 

Unjust and unjustly discriminatory rates on wheat from 
Minneapolis to points east of Buffalo in that they exceed the 
product rates between the same points. Asks for a cease 
and desist order and just and reasonable rates, with milling- 
in-transit privileges at Lockport or Camillus. 

No. 8659. J. J. Stephen; Springfield, Ark., vs. St. Louis &,San 
Francisco et al. 

Unjust and unreasonable rates on emigrant movables from 
Boswell, Okla., to Clarksville, Ark. Asks for a cease and de- 
sist order and reparation. 

No. - Isaac Winkler & Bro., Cincinnati, vs. Illinois Central 
et al. 

Against a rate of 44 cents on napthaline crystals from New 
Orleans to Cincinnati as unjust, unreasonable and excessive. 
Asks for a rate of 20 cents and reparation. 

No, 8661. Fred S. Martin, South Sioux City, Neb., vs. Sioux 
City Service Co. et al. 

Against a combination of 5-cent trolley fare and 5-cent 
bridge toll between Sioux City, Ia., and South Sioux City, 
Neb., as unjust and unreasonable. Asks for a cease and de- 
sist order and a rate on 15 round trip tickets of $1.50, good 
for thirty days from day of sale, to include bridge tolls and 
transfers. 

No. 8662. Maloney Tank Mfg. Co., Tulsa, Okla., vs. St. Louis 
& San Francisco et al. 

Against a rate of 70 cents per 100 pounds on shipments of 
iron tank material, K. D., from Sapulpa, Okla., to Shreveport, 
reconsigned to Crichton, La. Asks for cease and desist order 
and reparation. 

No. 8664. Beaumont Timber Co., Zwolle, La., and Houston, 
Tex., vs. International & Great Northern et al. 

Unjust and unreasonable rates on yellow pine from Willow, 
Tex., to Wilson, Okla. Asks for just and reasonable rates 
and reparation. 

No. 8665. C. C. Mengel & Bro. Co., Louisville, Ky., vs. L. & N. 

Against a commodity rate of 23 cents on rough mahogany 
lumber from Louisville to Pensacola, Fla., for export to Glas- 
gow, Scotland, as unjust and unreasonable. Ask for a rate 
of 20 cents and reparation. 

No. 8666. Muskogee Produce Co. and Goodner-Malone Co., 
Tulsa, Okla., vs. Pa. & Atlantic R. R. Co. et al. 

Unjust and unreasonable through rates on shipments of 
cranberries from Crookston, N. J., to points in Oklahoma and 
Arkansas via St. Louis, and unjust and discriminatory as 
compared with rates between the same points via Chicago. 
Asks for the establishment of just and reasonable rates and 
reparation. 

No. 8667. Haskell Mfg. Co. et al., Pawtucket, R. I., vs. N. Y. 
N. H. & H. R. R. et al. 

Against increases- in rates on iron and steel articles be- 
tween points in state of Rhode Island and points in Massa- 
chusetts, Connecticut and New York, as covered by Official 
Classification No. 42, said increases ranging from 14 to 42 
per cent as leading to rates that are unjust and unreasonable. 
Cease and desist order and reparation asked for. 

No. 8668. Geo. Oakley & Son, Ltd., et al., Toronto and Hamil- 
ton, Ont., vs. C. T. H. & S. E. Ry. Co. et al. 

Against increases on rough and sawed stone growing out 
of the decision of the Commission in the 5 per cent case, 
and covering shipments from the Bedford, Ind., stone district 
to Toronto and Hamilton, as unjust, unreasonable and dis- 
criminatory. Cease and desist order, the establishment of 
maxima rates not to exceed sixth class, and reparation asked 
for. 

No. 8568, Sub. No, 1. The Davis Sewing Machine Co., for Mar- 
tin Bros.’ Piano Co., Dayton, O., vs. P. C. C. & St. L. Ry. 

Against a rate of $1.79 per 100 pounds on a shipment of 
sewing machines from Dayton, O., to Mansfield, La., as un- 
just, unreasonable and unduly discriminatory. Asks for a 
rate not to exceed $1.53, and reparation.° 

No. 8669. Ia Crosse Shippers’ Assn., La Crosse, Wis., for John 
Cc. Burns and J. I. Lamb Co. vs.*Mich. Cent. R. R. Co. et al. 

Against carload rates upon grapes from points in Michigan 
and New York to La Crosse, Wis., as unjust and unreason- 
able. Just and reasonable rates asked for and reparation. 

No, 8670. McShane Lumber Co., Omaha, Neb., vs. M. & O. 
R. R. Co, et al. 

Against a rate of 37 cents per 100 pounds on railroad cross 
ties from De Soto, Miss., to Belleville, as unjust and un- 
reasonable. Reparation asked for. 

No. 8671. Aluminum Mfg. Co., Des Moines, Ia., vs. A. T. & 
S. F. Ry. Co. et al. 

Against Western Classification No. 53 as pertaining to 
aluminum ware and articles as unjust, unreasonable and un- 
justly discriminatory, in so far as it applies rates in excess 
of second class to aluminum kitchen utensils, nested, in bar- 
rels or boxes, L. C. L., and first class when not nested, in 
barrels or boxes, L. C. L. Ask for second and first class 
rates respectively. 

~_ ora. Traffic Bureau of Nashville (Tenn.) vs. L. & N. R. 

. Co, 

Against an advance in the rates on bituminous coal from 
Kimberly and related points in Kentucky to Nashville from 
from 80c to 90c as unjust and unreasonable. Ask for the 
restoration of the 80c rate as fixed by the Commission in its 
order in Docket No. 4604, Traffic Bureau of Nashville vs. L. 
& N. R. R. Co. et al., which order has expired. 

No, 8673. Lamb-Fish Lumber Co. et al., Charleston, Miss., vs. 
Akron, Canton & Youngstown R. R. Co. et al. 

Unjust, unreasonable and discriminatory rates on coal, flour, 
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grain, sugar and packing house products from eastern cities, 
interior New England, eastern points, west of the Buffalo- 
Pittsburgh zone; Centra] Freight Association territory; Ohio 
& Mississippi River crossings, Memphis and north; Western 
Kentucky and Alabama coal fields and gulf ports to Charles- 
ton, Miss., in so far as they exceed rates from the same 
points of origin to Memphis, Tenn., Greenwood, Granada, 
Oakland or Philipp, Miss. i 

No. 8674. Crown Columbia Paper Co., San Francisco, Cal., vs. 
FP. R. BR. Co. et al. . 

Unjust and unreasonable rates on three carloads of ma- 
chinery from Philadelphia, Pa., to Camas, Wash. Cease and 
desist order and reparation asked for and the establishment 
of a carload minimum of 14,000 pounds. 

No. 8675. Neibus & Drescher Co., Sacramento, Cal., vs. Cali- 
fornia Traction Co. et al. 

Against an advance in the carload rate on hops, in bales, 
machine pressed, under transcontinental tariffs from ship- 
ping points in California to points in Groups A to J inclusive 
from $1.50 to $1.75 per 100 pounds, leading to rates which are 
unjust, unreasonable and unduly discriminatory. Cease and 
desist order and reparation asked for. 

No. 8676. J. C. Shaffer & Co., Chicago, Ill., vs. Grand Trunk 
West. Ry. et al. 

Unjust and unreasonable charges on inbound shipments of 
grain to Chicago by reason of alleged: excessive minimum 
weights. Cease and desist order, the establishment of mini- 
mum weight and reparation asked for. 

No. 8677. The Board of Commerce, Inc., Lexington, Ky., vs. 
CN. 0. & T. P. Ry. 

Against advances in class and commodity rates under 
Southern Classification No. 41, which were alleged to be rad- 
ical and unreasonable increases over rates previously in 
effect to Lexington. They ask for an adjustment more 
nearly approaching that in eect in Official Classification 
territory and for reparation on the basis of rates which the 
Commission may establish. 

7. — - T. & A. Hamilton, Pittsburgh, Pa., vs. P. R. R. 

‘o. et al. 

Against a rate of 85 cents per 100 pounds on glass bottles 
and $3.20 per 100 pounds on glass stoppers from Butler, Pa., 
to Los Angeles, Cal., as unjust and unreasonable. Estab- 
lishment of just and reasonable rates and reparation. 

No. 8679. E. I. du Pont de Nemours Powder Co., Wilmington, 
Del., vs. Philadelphia & Reading Ry. 

Against the rate of 12% cents per 100 pounds in effect 
during the month of March, 1915, on shipments of cinder 
and coal ashes from Reading, Pa., to Carney’s Point as unjust 
and unreasonable. Asks for the application of the subse- 
quently established rate of $1 per net ton, or such other rate 
as the Commission may deem just and reasonable, and 
reparation. 

No. 8679, Sub. No. 1. E. I. du Pont de Nemours Powder Co., 
Wilmington, Del., vs. Philadelphia & Reading Ry. 

Against rate of 7.4 cents on cinder and coal ashes from 
Rockford, Del., to Carney’s Point. Asks for reparation on 
the basis of a ,subsequently established 70-cent rate per 
net ton. 

No. 8679, Sub. No. 2. E. I. du Pont de Nemours Powder Co., 
Wilmington, Del., vs. Philadelphia & Reading Ry. 

Against a rate of 11.6c cents per 100 pounds on shipments 
from Birdsboro, Pa., to Carney’s Point, as unjust and un- 
reasonable. Asks for reparation on the basis of a subse- 
quently established rate of $1 per net ton. 


No. 8679, Sub. No, 3. E. I. du Pont de Nemours Powder Co., 
Wilmington, Del., vs. Philadelphia & Reading Ry. 
Against a rate of 8.4c cents per 100 pounds on shipments 
from Coatesville, Pa., to Carney’s Point. Ask for reparation 
on the basis of an 80-cent rate subsequently established. 


No. 8679, Sub. No. 5. E. I. du Pont de Nemours Powder Co., 
Wilmington, Del., vs. Philadelphia & Reading Ry. 
Same prayer. 


SUSPENDED TARIFFS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

February 29, in I. and S. No. 796, the Commission suspended 

from March 1 to June 29 Illinois Traction System I. C. C. No. 
353, filed by Potter, agent. The suspended tariff increases 
passenger fares between St. Louis, Mu., and Granite City and 
other points in Illinois. The present fare, St. Louis to Granite 
City, is 5 cents one way. The proposed fare is 10 cents. The 
suspended tariff also contains a new item providing for the 
sale of commutation tickets at a charge of $3.00 for 52 one- 
pers. rides; also for the sale of 6-ride strip tickets for 50 
cents. 
. February 29, in I. and S. No. 797, the Commission suspended 
from March 1 until June 29 schedules contained in Williamsport 
& North Branch R. R. Co. I. C. C. No. 246. They increase 
rates an agricultural lime, in carloads, from Chippewa and 
Lime Bluff, Pa., to destinations on the New York, Ontario & 
Western Ry. south and east of Cadosia, N. Y. The proposed 
increases range from 12 to 42 cents per net ton. For illus- 
tration, the present rate to Mountain Dale, N. Y., is $2.00; 
the proposed rate is $2.42 per net ton. 

February 29, in I. and S. No. 798, the Commission suspended 
from March 1 until June 29 schedules appearing in Morgan’s 
Louisiana & Texas R. R. & S. S. Co. tariff I. C. C. ‘No. 2952B. 
They increase rates on salt, carloads, from Avery, Salt Mine 
and Weeks Island, La., to various points in Iowa, Minnesota 
and western Illinois. The present rate to Dubuque, Ia., is $4.00 
per net ton. The proposed rate is $4.35. The present rate to 
Marshalltown, Mason City and Des Moines, Iowa, and other 
points in Iowa and Minnesota is $4.35, while the proposed rate 
is $4.55 per net ton. Rates to other destinations are also in- 
creased 20 cents per ton. 
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OFFICIAL CLASSIFICATION 


The following are changes in Official Classification: proposed 
in Docket No. 26, on which a hearing will be held by_ the 
Official Classification Committee (R. N. Collyer, chairman, O. F. 
Lovenberg, secretary, J. W. Allison, D. T. Lawrence, F. W. 
Smith), at 143 Liberty street, New York, Tuesday, March 21, 
1916, at 10 a. m. A preliminary hearing will be held in the 
Oak Room, Congress Hotel, Chicago, Ill., on Tuesday, March 
14, 1916, at 10 a. m. The numerals in the three columns at the 
left indicate the subjects and the items, with the pages on 
which they are to be found in the present classification, for 
which the classifications suggested are proposed to be sub- 
stituted: 





Classification Suggested. ie. ©. 
1 20 4 Rule 5(C), Section 7: 
This rule will not apply when specific 
items in this Classification provide other- 
wise; nor on bulk freight or live stock; nor 
on a shipment, any portion of which at 
the time of transportation requires * * * 
2 69 % That specific rating be provided for: 
Bark: Hickory: 
I Gilg Pea ie Eira aes aca ww no aca as eo ee 4 
Loose or in packages, C. L., minimum 
CE ED nao aicacneennee *< 6 
That specific rating be provided for: 
Boats: Launches, Sail Boats or Yachts, 
with or without power, entirely taken 
apart: 
"“BOORR OF I DEBIGES 2ccccccccccccss 1 
Loose or in packages, minimum 
weight 20,000 pounds (subject to 
ME or ake <aetta sash cates etwas 6-6 3 
4 82 23 Boxes: 
Glass, except Cut Glass, Lacquered, 
Leather, Fancy or Ornamental Metal 
or Wood, or Fancy or Ornamental 
Boxes covered, lined or trimmed with 
fabric, metal or leather, in boxes....D1l 
Celluloid, Fibreloid, Pyralin, Viscoloid, Zy- 
lonite and similar Pyroxilin articles or 
materials: 
Articles, N. O. S., in bbls. or boxes...... 1 
Rods, Sheets or Tubes, in bbls. or boxes 1 
Scrap, in barrels Or DOKCS- ..0.cccctcccces 3 
6 .. .. That specific rating be provided for: 
Brooders and Incubators: 
Brooder Stoves, cast iron: 
Without canopy, in boxes or crates.. 2 
With or without canopy, in pack- 
ages named, C. L., minimum weight 
24,000 pounds (subject to Rule 27) .. 4 
Brooder Stove Canopies, sheet iron or 
steel, in boxes or crates ........... 1% 
7. .. .. That specific rating be provided for: 
Bushings, Copper, Brass or Bronze, in 
bbis. or boxes, C. L., minimum weight 
ee ern ee 3 4 
8 94 27 Candy or Confectionery, not otherwise in- 
dexed by name, or Chocolate Candy or 
Confectionery, including Milk Chocolate 
Candy or Confectionery: 
In glass or earthenware, packed in bar- 


Subject 
Page. 
Item 


eS) 


bo 


5 101 


Clem co 


ge eI rer ee ey ee 1 
In baskets, packed in bbls. or boxes.... 2 
In fibre or metal cans or cartons, in 

eS 8 Oe eee ee 2 
In tin pails, in boxes or crates.......... 2 


In bulk in wooden stave or iron or steel 
baskets, with tight wooden or metal 


covers, securely fastened.............. 2 
In bulk in barrels, boxes or pails....... 2 
In packages named, straight or ,mixed 
Cc. L., minimum weight 30,000 pounds.. .. 3 


- 116 21 Cough Candy Drops or Tablets, medicated: 
In glass or earthenware, packed in bar- 


ow gs RA ee eee roe 1 
Te CGS Te ID ook co 000s bcbsesececes 2 
In packages named, C. L., minimum 
WORE DUPED POUR Soc cccccccccscae cs 3 
9105 12 Cigars: 
to In wooden boxes, subject to Note 1..... 1 


18 In fibreboard, pulpboard or double-faced 
corrugated strawboard boxes, subject 

ye RP eee eae re 1 
In boxes, N. O. S. (in boxes not con- 
forming with requirements of Notes 

ef errr Terre tre rere D1 
‘Note 1 (a). Except ds provided in (b) 
or (c), wooden boxes must be nailed or 
screwed at all edges and reinforced at the 
ends of boards by continuous wooden, iron 
or wire straps, and corded (not wired), cord 
to pass in and out through each and every 
board on the four sides of the box, and to 
be tightly drawn and sealed by metal seal 
bearing initials or name of shipper or per- 
son or company by whom package was 
corded and sealed: cords to be not more 
than 15 inches from the ends of box nor 

more than 15 inches apart. 

(b). ‘Wooden boxes constructed of built- 
up 3-ply glued veneer need not be 


strapped, corded and sealed when the ends, 
sides, top and bottom are each of one solid 
board and the box is protected with not 
less than twelve battens or cleats of lock 
corner construction; battens to be not 
less than %x1% inches on boxes less than 
30 inches in length, or not less than %x2 
inches on boxes 30 inches or over in length, 
cement coated nails not less than 1% 
inches in length to be used throughout. 

(c). Wooden boxes, wire-bound, need not 
be corded when constructed of boards not 
less than % inch in thickness completely 
bound with three or more wires; these 
wires must be not over 10 inches apart 
and must be stapled to each board with 
two or more staples not over 3 inches 
apart, clinched on the inside; the two end 
wires must be firmly stapled through each 
board into the end cleats of the box, but 
need not be sealed; the ends of other 
wires must be securely fastened together 
and must be sealed wherever the wires are 
brought together with metal seals bearing 
initials or name of shipper or person or 
company by whom package was sealed. 

Note 2.—Fibreboard, pulpboard or dou- 
ble-faced . corrugated strawboard boxes 
must meet the requirements of Rule 2 (B), 
—_ also meet all the requirements of this 

ote. 

(a). Boxes must be secured with two or 
more metal straps not less than 29 gauge 
and not less than % inch in width, en- 
circling the box at least once around the 
ends and once around the sides and drawn 
taut to prevent slipping; on boxes exceed- 
ing 24 inches in length, additional straps 
must be used not more than 12 inches 
apart. 

The overlapping ends of each strap must 
be fastened with a seal, rivet or sleeve, 
made of metal other than lead, of such 
character as to prevent the opening of the 
container without mutilating the strap, the 
seal or the container. 


The straps must be fastened at each 
right angle crossing with a seal, rivet or 
sleeve made of metal other than lead, and 
of such character as to securely interlock 
the straps and effectually prevent slipping. 

(b). Metal straps or sealiig strips will 
not be required when boxes are con- 
structed with four flaps at each end and 
all flaps on the bottom of the box are fast- 
ened to each other, at or along all joints, 
with metal staples or stitches not more 
than 2 inches apart, making close joints or 


- seams, and each inner flap on the top of 


the box is fastened across the end to one 
outer flap and the outer flaps overlap each 
other and are fastened together by metal 
—— or stitches not more than 2 inches 
apart. 


Cigarettes: 

Cubeb or Medicinal, in boxes............ 

Cigarettes, N. O. S.: 

In wooden boxes, subject to Note 1.... 
In fibreboard, pulpwood or double- 
faced corrugated strawboard boxes 
a” a ne one ee 
In boxes, N. O. S. (in boxes not con- 
— requirements of Notes 
OP 2). 6.0.0: 600004055600 chk #640 Cvevepe 

Note 1 (a).—Except as provided in (b) or 
(c), wooden boxes must be nailed or 
screwed at all edges and reinforced at the 
ends of boards by continuous wooden, iron 
or wire straps, and corded (not wired), 
cord to pass in and out through each and 
every board on the four sides of the box, 
and to be tightly drawn and sealed by 
metal seal bearing initials or name of ship- 
per or person or company by whom pack- 
age was corded and sealed; cords to be 
not more than 15 inches from the ends of 
box nor more than 15 inches apart. 

(b). Wooden boxes constructed of built- 
up 3-ply glued veneer need not be 
strapped, corded and sealed when the 
ends, sides, top and bottom are each of 
one solid board and the box is protected 
with not less than twelve battens or cleats 
of lock corner construction; battens to be 
not less than %x1% inches on boxes less 
than 30 inches in length, or not less than 
%x2 inches on boxes 30 inches or over in 
length, cement coated nails, not less than 
1% inches in length to be used throughout. 

(c). Wooden boxes, wire-bound, need not 
be corded when constructed of boards not 
less than 4% inch in thickness completely 
bound with three or more wires; these 
wires must not be over 10 inches apart 
and must be stapled to each board with 
two or more staples not over 3 inches 
apart, clinched on the inside; the two end 
wires must be firmly stapled through each 
board into the end cleats of the box, but 
need not be sealed; the ends of other wires 
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must be securely fastened together and 
must be sealed wherever the wires are 
brought together with metal seals bearing 
initials or name of shipper or person or 
company by whom package was sealed. 
Note 2.—No change proposed. 
Cement: 
Roofing, not otherwise indexed by name: 
In metal cans completely jacketed.... 
In metal cans in barrels or boxes...... 
In metal cans in barrels or boxes, C. 
L., minimum weight 36,000 pounds... 
In bulk in kits, pails or tubs........... 
SS SS ee ee eee 
In bulk in barrels, kits, pails or tubs, 


10 101 18 





Cc. L., minimum weight 36,000 pounds .. 


ere reer eee ere ree 
Feed or Food, Animal or Poultry, N. O.S.: 
Prepared, not Medical or Condimental: 
In glass packed in barrels or boxes.... 
In fibre or metal cans or cartons, in 
barrels or boxes ; 
In bulk in bags, barrels, boxes or pails 
In bulk in bags, barrels, boxes or pails, 
or in fibre or metal cans or cartons 
in barrels or boxes, or in bulk, C. L., 
minimum weight 35,000 pounds...... 
Tobacco: 
Fertilizer (see Note): 
In bags, bales, barrels or boxes........ 
Loose or in packages, C. L., minimum 
weight 24,000 pounds (subject to Rule 
Rae Sa ee ee err re 


12 137 7 


4 


Note.—Ratings apply on Tobacco Refuse - 


released by the U. S. Government from In- 
terna] Revenue Tax. To obtain this rating 
shipper must certify on shipping order and 
bill of lading: “This is to certify that the 
herein named Tobacco Fertilizer (Tobacco 
Refuse) has been released by U. 8S. Gov- 
ernment from Internal Revenue Tax.”’ 


Shipper. 
Fruit, F'resh: 
Peaches, prepaid: 

In baskets with solid or slatted wooden 
Pb er han cde cade Dnwe eeA Cee bes bebeees 
a ee SI Fas Sees cthiedecsees 
In packages named, C. L., i 
weight 20,000 pounds ........-....... 
14 .. .. That specific rating be provided for: 
Furniture Parts: Frames: Chair, other 

than Spring Rocking: Iron or Steel: 
a Rise 
ih. Bios 
K. D., flat or folded flat, in boxes or 
ID ibe iid nbn. o badd nee ePRK Vat-ole BER eee 


Lithopone: 


13147 8 


15 211 9 


EM TREPOlA OF TOKEN. oo ccicdsiccecsctscesevce 


In packages named, or in cloth or paper 
bags, C. L., minimum weight 36,000 
Re Pee Te Ce eT eee eee ee 
16 .. +.. That specific rating be provided for: 
Maltose or Malt Flour: 
In metal cans completely jacketed.... 
In pails or in iron or veneer drums.... 
In fibre or metal cans in boxes or bar- 
SE, si dks haw ese CO PHA eS Aeon wee e+oe 
In bulk in boxes or barrels .......... 
Paints, Paint Material and Putty: 
Zine Oxide: Dry: 
In glass or earthenware, packed in 
eS ee er ers ere 
In pails or metal cans in barrels, boxes 
or crates 
In bulk or in paper packages, in boxes 
Bee Tee Oe TRUE GP WANS oo ccc cccccsceccs 
In paper packages in barrels........... 
Se 66-65 6.06 6605) hobs 000 
In pails or metal cans in barrels, box- 
es, or crates, in paper packages in 
barrels or boxes, or in bulk in bar- 
rels, boxes, kits, pails or cloth or 
paper bags, C. L., minimum weight 
fe Perr rr ree oe 
Matches, ‘‘Strike Anywhere,’’ and Matches, 
wy Qh Es 
TEC tin dn chives RRS A Ob ae aa he tea a 
In boxes, C. L., minimum weight 24,000 
pounds (subject to Rule 27) ........... 
19 .. .. That the classification be amended so as 
to provide for Radius Rods consisting of 
V-shaped steel tubes, welded to the 
threaded end pieces, used as a stay rod 
for vehicle axle, in bundles, on basis of 
L. Cc. L. Rule 26, with minimum weight 
of 36,000 pounds, C. L., fifth class. 
Rochelle Salts: 
In glass or earthenware, packed in bar- 
Cn. ocht bah ee 6 Ch de cena Awe 
In fibre or metal cans or cartons in bar- 
PO EE cee: ee eee 
In bulk in barrels or boxes, Cc. L., mini- 
mum weight 30;000 pounds SS FETS SS SES Aa, We 
21 .. +.. That specific rating be provided for: 
Sewing Machine Stands, other than pow- 
er, iron or steel: 
Be ee OE IND bh a bse n Caw dice ceSuees 
In packages named, C. L, minimum 
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weight 16,000 pounds (subject to Rule 


Vol. XVII, No. 


27) = 
That provision be made for Hyposulphite 


of Soda, in bulk in boxes, on basis of 


of L. C. L. Rule 26. 


That provision be made for Electric 
Ranges, Electric Cook Stoves (without 
ovens or warmers), Electric Cooking 


Compartments and Electric Ovens, 
crated or boxed, on basis of L. C. L. 
third, C. L. fifth classes. 

That a note be provided requiring the 
emptying of oil and gasoline tanks on 
motorcycles, 


Zine: Sherardizing: 
In barrels or boxes we cece cece en cececees 


In packages named, C. L., minimum 
ee 
That Unicycles be rated the same as 


Games or Toys, wooden, L. C. L., first 


class, 
That specific rating be provided for: 


Agricultural Implements, other’ than 
Hand: Bean, Pea and Peanut 
Threshers: 

SU... SR DOROS OF GCPBLGS........0520.0 0000 D1 


S. U., loose or detachable parts, such 
as drums, dust hoods or wind 
shields, frame boxes and sieves re- 
moved and _ secured within . main 
frame, in boxes or. crates ........... 

K. D., flat, in boxes or crates......... 

S. U. or K. D., loose or in packages, 
Cc. L., minimum weight 12,000 pounds 
Guat Ce Te THD BT) once vtececceces's 

Cash Register Cabinets, including equip- 
ment of register operating and re- 
cording outfit if packed inside: 

In boxes or in locked shipping cases.... 
In boxes or in locked shipping cases, 
Cc. L., minimum weight 24,000 pounds 
I. We I RED ood oc ceeding serccns's 


Electrical Appliances: 
Junction Boxes or Cabinets: 
steel: Without fittings: 
In barrels, boxes or bundles........... 
In packages named, C. L., minimum 
weight 30,000 pounds ........ccccsccce 
That Rule 2 (B), Section 6, be amended 
by the addition of the following: 

(f). Three ply or more Fibreboard or 
Pulpboard must be used in the construc- 
tion of Ironbound Fibreboard Boxes. 

(g). There must be 4 wood cleats not 
less than }2 by 1% inch, with mortised 
joints, making a tight fitting frame at 
each end of box. 

The body must be made in one piece 
with an overlap of not less than one inch, 
making a tight joint when closed, and 
and must encircle the end frames. 

The iron bands must be continuous, not 
less than % inch wide, not more than 8 
inches apart and must be firmly fastened 
to the Fibreboard or Pulpboard by staples 
clinched on the inside not more than three 
inches apart. The bands at each end must 
be firmly fastened to each cleat by cement 
coated nails at intervals of not more than 


Iron or 


three inches, driven through the bands 
and Fibreboard or Pulpboard and into 
the cleat.. Ends of center bands must be 


securely fastened together. 

The Fibreboard or Pulpboard ends must 
be firmly~fastened to the inside of cleats 
with nails or staples, not more than three 
inches apart. 

(h). When three-ply or more Fibreboard 
or Pulpboard as specified in Section 2 (a) 
and (b), is used in making Ironbound 
Fibreboard Boxes, the bands must be not 
less than No. 29 gauge. The gross weight 
of the box and contents must not exceed 
50 pounds. 

(i). When three-ply or more Fibreboard 
or Pulpboard as specified in Section 2 (a) 
and (c), is used in making Ironbound 
Fiibreboard Boxes, the bands must be not 
less than No. 27 gauge. The gross weight 
of the box and its contents must not ex- 
ceed 100 pounds. 

(j). When three-ply or more Fibreboard 
or Pulpboard as specified in Section 2 (a) 
and (d), is used in. making Ironbound 
Fibreboard Boxes, the bands must be not 
less than No. 26 gauge, and when the end 
of the box exceeds 10 inches in width an 
additional cleat or batten not less than 
3% by 1 inch must be placed vertically at 
the center of each end and secured by 
nails driven through end cleats into the 
additional cleat or batten. The’ gross 
weight of the box and its contents must 
not exceed 150 pounds. 
Electrotype Plate Shells, 

NE GO SUD. . a a:b 0: 2-0 bs neese co wiea 6 ebic 

Note.—This rating will apply on old 
Electrotype Plate Shells having value for 
remelting purposes only. 


in barrels or 
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Paper: Scrap or Waste, not sensitized, in- 
cluding Scrap or Waste Fibreboard, 
Pulpboard or Strawboard: 

In bundles, securely tied (see Note)... 
Note.—Ratings will apply only on old 
directories, magazines or pamphlets or on old 
newspapers folded flat in bundles, securely 
tied with heavy cord or rope completely 


encircling the bundle at least twice around. 


the sides and once around the ends, se- 

curely knotted at each crossing. 

That carload rating for Pine Needles (Pine 
Straw) be provided on basis of fifth 
class, with minimum weight of 24,000 

pounds. 

That specific rating be provided for: 
Ladder Fixtures, Rolling Shelf, iron or 

steel or iron or steel and wood com- 
bined, in barrels, boxes or crates.... 

That specific rating be provided for: 
Brackets: Scaffold, iron or steel, K. D. 

eS... US ere eer 

That specific rating be provided _for: 
Machine Parts, Computing, not otherwise 

indexed by name, in boxes............. 

Scales: 

Coin Operated; im bomes......5... ssc cece 
Computing (see Note 1): 
In boxes or in locked shipping cases.. 
In packages named, C. L., minimum 


weight 24,000 pounds (subject to Rule 


EEE God sien hs theca a's Wao bors ore Oa Gust brea" ein 
Factory or w ‘arehouse: 
Automatic (see Note 2): 
Ti DOOD GF CUBNOG oe. o.ccnicdscicvssocss 
In packages named, C. L., minimum 


weight 24,000 pounds (subject to 


WE IED hi So.c6sonwessxé dwed cbc vses 
Other than Automatic: 
Wheeled, K. D., in boxes or crates-... 
Not wheeled, K. D., in boxes or 
QU ans Beh bila oe sas ee ee wns. R. 
Wheeled or not wheeled, K. D., in 
packages named, C. L., minimum 


weight 24,000 pounds (subject to 


BN UY ceo Soe ties woe coh bcs 
Live Stock or Wagon (see Note 3): 


KR. D., im DORCD GE CPGGER: . on ccccce mm. 2i 


K. D., in packages named, C. L., min- 
imum weight 24,000 pounds (subject 
SS ES a eae ee ee ee eae 

Railroad Track: 

K. D., iron bearings, frames and levers 
and wooden scale beam _ boxes, 
loose or in packages, beams and 
stant POTTS 1 TOROS oociscic-c-0'tn00.0 R. 

K. D., loose or in packages as speci- 
fied for L. C. L. shipments, C. L., 
minimum weight 24,000 pounds (sub- 
OO 


Scales, not otherwise indexed by name e 


(see Note 3): 
| RRR ee re 
In boxes, C. L., minimum weight 24,- 
000 pounds (subject to Rule 27)...... 

Note 1.—Ratings apply on the type of- 
Scale which indicates the value of the ar- 
ticle weighed. 

Note 2.—Ratings apply on the type of 
Scale which receives the material, weighs 
and discharges it and repeats the opera- 
tion automatically. 

Note 3.—Scale Beam Boxes, wooden, will 
be accepted loose or in boxes or crates, 
Soda (Sodium): 

Tri-Sodium Phosphate: 

im DMS, DATPOIS CF DOMCR so. ociinwesiccscs 

In packages named, C. L., minimum 

Weight 30,000 POUNRGS x... .. ciccsccrccces 
That specific rating be provided for: 

Portable Too] Trays, steel, K. D., flat 

and crated, C. L., minimum weight 30,- 


CS ee eee 3 


That the less carload rating for Metal Tire 
Bases be made fourth class. 

That the specification for Excelsior (Wood) 
Fibre) be amended so as to provide low- 
er basis of rating L. C. L. 

That specific rating be provided for: 

Boot and Shoe Findings: String Nails, 
oe |” ee ee. re 

That specific rating be provided for: 
Screens, Coal, Founlry or Sand, N. O. S., 


Cc. L., minimum weight 24, 000 pounds ‘ 


(subject Oe. RSS Sr ree 
That carload rating be provided on Au- 
tomobile Shock Absorbers on basis of 
fourth or fifth class. 
Stone, Artificial or Natural: 
Block, Pieces or Slabs, not otherwise in- 
dexed by name: 
Granite, Jasper, Marble or Onyx: 
Rough Quarried: 
LOOGS OF Ti DOCMAROED. 2.0600 0c sesccess 
Loose or in packages, C. L., min- 
imum weight 36,000 pounds...... 
Chiseled, dressed, hammered or sand 


rubbed: 
BI ous USitha eds nes wad o eee eee R. 26 
Tey DOSE OF CPAEOD 5 occ cece R. 26 
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Loose or in packages, C. L., min- 
imum weight 36,000 pounds...... 
Sawed: Four sides or less: 
Loose or in packageS.............+. 
Loose or in packages, C. L., min- 
imum weight 36,000 pounds...... 
Sawed: More than four sides: 
Loose or in packages............ R. 
Loose or in packages, C. L., min- 
imum weight 36,000 pounds...... 
Carved, lettered, polished or traced: 
Finished surfaces fully protected 
by DORING OF CTATUNG 26.06. ccccces 
Eni DORGS: OF GRO igs ce se eeseteccene 
Finished surfaces fully protected 
by boxing or crating or in boxes 
or crates, C. L., minimum weight 
36,000 pounds Ra ee) eee 


Other than Granite, Jasper, Marble or = 


Onyx: 
Rough quarried: 
Loose OF iff PACKABOS.. 2... ...00sce0% 
Loose or in packages, C. L., min- 
imum weight 36,000 pounds...... 


Chiseled, dressed, hammered or sand ‘i 


rubbed: 
PD aon ce bet eee ok wats R. 26 
Im BDOMOS. OF CPOEOD 6.c0bv i ccccces R. 26 


Loose or in packages, C. L., min- 
imum weight 36,000 pounds...... 
Sawed: Four sides or less: 
Loose or in PACKABes......c.ccccces 
Loose or in packages, C. L., min- 
imum weight 36,000 pounds...... 
Sawed: More than four sides: 
Loose or in packages ........... R. 26 
Loose or in packages, C. L., min- 
imum weight 36,000 pounds...... 
Carved, lettered, polished or traced: 
Finished surfaces fully protected 
by. DORING Or GTATINE «2.600000. 
Tn: BORGES. OF GPRD oc. cede sicsscsce 
Finished surfaces fully protected 
by boxing or crating or in boxes 
or crates, C. L., minimum weight 
36,000 pPOUNGS ......cecdccvccecces 
Building Blocks, cement or concrete: 
EOOGC GF if: DACHABOR. oicccisccewcccecsics 
Loose or in packages, C. L., minimum 
weight 36,0000 BOUMGE. 2.0.65 ssc ccccee. 
Curbing, Flagging, Paving or Rubble: 
Loose or in packages..........csesesess 
Loose or in packages, C. L., minimum 
w6iant 40,000 POUNGS 2... ..ccciseccee 
Crushed or Ground, not otherwise in- 
dexed by name: 
In Dags, DETFOla OF DOMES. ...... 6c cecrs 
In packages or in bulk, C. L., mini- 
mum weight 40,000 pounds .......... 
Dust or Powdered, not otherwise indexed 
by name: 
In bags, barrels Or DOMES. ......2602000. 
In packages named, C. L., mini- 
mum weight 40,000 pounds .......... 
Drills: Hand: 
i: I Oe I ine oo fceve ee cabeneens 
In packages named, C. L., minimum 
weight 24,000 pounds (subject to Rule 
BP neuer andreas oawe anna cones 
That specific rating be provided for: 
Gas Globes, Wire: 
Fah WAT TOIM: GT TOR. 6 o.oo co bbe nici tbe wees 
In packages named, C. L., minimum 
weight 12,000 pounds (subject to 
I WG: ho Gt o5 eee db se eeen Kamas 


Springs: Cushion or Seat (not Spring 
Cushions nor Spring Seats): 
Coiled Wire: Detached: 

ESA ER i ane oe 
In barréis, boxes or crates. .....ccceee- 
Coiled Wire: Attached to iron or steel 
steel stfaps and springs interlaced: 
Not compressed, in boxes, bundles or 

I oh 5b Pies Fk eco Ckaaee aa 
Compressed flat, in boxes, bundles or 
Senne ren ae br Sey ert aye. WOM Parner 


Gums: 
Accroides: 
In Dawe, barrels oF bOROB. o.oo csccc see 
In packages named, C. L., minimum 
WHIRL SOLOOe WOOMER. 6 i 6.6 bic eds vteccce 
Arabic: 
in. bage, barrels Or DOKGB........60000% 
In packages named, C. L., minimum 
WOIGRt BO000 NOUMNES.... 5. o.5c. sce ccs = 
Copal, not otherwise indexed by name, 
—" (Kauri), Shellac and Stick- 
ac: 
In bags, barrele O©  DOKES... 6.0% sisiceces 
In packages named, C. L., minimum 
weight 30,000 pounds................. 
Damar (Demar): 
In bags; barreis or Gomes... .... 0.0562. 
In packages named, C. L., minimum 
weight 30,000 pounds.............s.- 
Manila: 
In bags, barrels or boxes.............. 
In packages named, C. L., minimum 
WOIERt 30000 DOR. 66 is 0k s vs Ken cco 
Olibanum, in bags, barrels or boxes..... 
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Pontianac: 
In bags, barrels or boxes.............. 
In packages named, C. L., minimum 
weight 30,000 pounds................- 
Sandarac, in bags, barrels or boxes..... 
Thus, in bags, barrels or boxes.......... 
Aloes, Asafetida, Guaiac, Kino and 
Myrrh, in barrels or boxes .......... 
Tragatanth, in bags, barrels or boxes... 
Chicle, Chucca and Paloja: 
In bags, barrels or boxes.............. 
In packages named, C. L., minimum 
weight 30,000 pounds................-. 
Karaya, in bags, barrels or boxes....... 
ee, EE. i bee. a 64-8 54'4:0i00.6 0d 040-0 
Congo: 
ey Se Oe OR. 6554.00 poi ce ceeeas ees 
In packages named, C. L., minimum 
weight 30,000 pounds..............0+% 
Spruce, in bags, barrels or boxes........ 
Gums, not otherwise indexed by name, 
in bags, barrels or boxes ...........« 
Stands: N. oO. S.: 
S. U.: Not nested: 
In boxes, crates or wrapped bundles... 
In packages named, C. L., minimum 
weight 10,000 pounds (subject to 
SED $s Ghaicie Nad debe ds Kebdies 04-< 60.080 
S. U.: Nested or K. D. (not flat): 
In boxes, bundles or crates............ 
In packages named, C. L., minimum 
weight 16,000 pounds’ subject to 
I NS Sh Puli a al a adn aa eh ek dikes e . 
That the specification be amended so as 


to provide lower rating. 
Iron and Steel, etc: 
Steps: Car: 
Ladder or Rung: 
ee ee ee re re 
Other than Ladder or Rung: 
Be WOM GF GOMEED cc ccicccscccsecccs 
In packages named, C. L., minimum 
Wehent. S6,000 POUMES .....cccccccccse 
Vehicle Parts, etc.: 
Tires, not otherwise indexed by name: 


Rubber: Solid, mounted on iron or 
steel base: 

In bundles, wrapped ............+- R. 2 

er I GO i ccctisnweene R. 2 

Loose or in packages, C. L., mini- 


mum weight 30,000 pounds......... 

Oils: Petroleum and Petroleum Products: 
Note 5.—Petroleum or Petroleum Prod- 

ucts, other than Fuel Oil or Road Oil, in 
tank cars, will be accepted for transporta- 
tion only when consigned to parties ac- 
cepting delivery on private sidings, or 
when consigned to parties accepting de- 
livery from railroad sidings where facilities 
exist for piping the oil from tank cars to 
permanent storage tanks. 

Slate: Artificial Stone Roofing: 
5c Sica diels eae KS anne dcindedoa0 
EE SE, ea ee 
Loose or in ‘packages, C. L., minimum 

WOREMCE SE,000 DOUGH occ ccs cecscrccces 


Soda (Sodium): Carbonate of: 

Soda Ash, Monohydrate or Sesqui Car- 
bonate: 

In glass or earthenware, packed in 

RE reer or ere 

In fibre or metal cans or cartons in) 

Ss Sl Eee eee eta R. 

In glass or earthenware, packed in 

barrels or boxes, or in fibre or metal 

cans or cartons in barrels or boxes, 

straight or mixed C. L., minimum 

weight 36,000 pounds ............ee0% 

Pe  ¢6.ak Pen en eo ath ie Raikes Gee ae.00% 

In bulk in barrels or boxes............ 

In bags or in bulk in bbls or boxes or 

in bulk, straight or mixed C. L., mini- 

mum weight 36,000 pounds .......... 


Traps: Fly: 
S. U., in barrels, boxes or crates........ 
Taken apart and parts nested or fiat, 
in barrels, boxes or crates............. 
K, D., in barrels, boxes or crates........ 
Sweepers, Hand: 
Carpet: 
I ah otal aha dati Ska Reet din an atta 
In boxes, C. L., minimum weight 24,- 
000 pounds (subject to Rule 27)...... 
Carpet and Vacuum Cleaners Combined: 
Se ED id dcntain Greer a tion. od Guo Abate o abe > 
In boxes, C. L., minimum weight 24,- 
000 pounds (subject to Rule 27)...... 


That the following addition be made to 


Rule 2 (B): 

Section 8 (g). Liquids in containers ex- 
ceeding one gallon capacity must not be 
shipped in Fibreboard, Pulpboard or Dou- 
ble-faced Corrugated Strawboard Boxes. 
Cigars and Cigarettes: 

That the following addition be made to 

Note 2: 

In tight jointed wirebound fibreboard 
boxes made in accordance with Rule 2 (B), 
Section 6 (a), (b), (c), (d) and (e) and 
bound with not less than three wires; the 
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two end wires to be firmly stapled through 
the board into the end cleats of the box; 
the wires between the end wires to be 
stapled to the board with staples not over 
three inches apart; the wires to be con- 
tinuous and not over eight inches apart; 
the ends of at Jeast two of the wires to be 
fastened with metal seals bearing name or 
initial of shipper. The edges of lid or 
opening to be further reinforced with seal- 
ing strips, as described in Rule 2 (B), Sec- 


tion 12 (b), such sealing strips to bear 
identification marks. 
61 .. .. Vehicle Parts, etc.: Bicycle Attachment: 


Motor Wheel (Gas Engine in concave 
side of pressed steel wheel): 
ie Te OP MONO. 6 6.nid sche Maplabnewace« 
In packages named, C. L., minimum 
weight 12,000 pounds (subject to Rule 
PA ab die s'a sens once abe van teens bedss ss 
62 234 42 Meats: 
Cured, as follows: 
Meats: Sweet Pickled, in bulk, mini- 
. mum weight 30,000 pounds uns doe ae 
Dressed, F'resh, L. é. Es. ° 
Dressed Meats in refrigerator cars 
will not be taken at less than 21,000 
pounds minimum weight, at carload 
rate, for ome consignee and destina- 
tion; less than carload shipments must 
be delivered at depots of carrying road 
to be loaded with miscellaneous freight 
if less than carload rate per 100 pounds 
is desired by consignor. 

18 Dressed, Fresh, of all kinds, when in 
carloads, minimum weight 21,000 
pounds (Rule 5C not to apply) subject 
to rates and regulations of individual 
carriers. 

21 Hams, Shoulders, Sides and other Hog 
Meats, in bulk, packed with ice or salt, 
or both, whether loaded in refrigerator 
or common cars, minimum weight 30,- 
2.” Ree ee Serre 

22 Hogs, 
21,000 pounds (Rule 5C not to apply), 
subject to rates and regulations of in- 
dividual carriers. 


235 17 
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Dressed, whole, minimum weight 7 








213 8 Live Stock: 
MINIMUM WEIGHTS—STRAIGHT CARLOADS. 
Kind of Stock. Kind of C.L. Min. C. L. Wt. 
Cattle Single Deck 21,000 Ibs. 
Calves (see Note 2) Single Deck 17,000 Ibs. 
Calves (see Note 2) Double Deck 21,000 Ibs. 
Hogs Single Deck 17,000 Ibs. 
63 297 25 Slate: 
Blocks, Pieces or Slabs, not otherwise in- 
dexed by name: 
Loose or in packages (see Note) ...... 4 
Loose or in packages, C. L., minimum 
WOME SEG00 DOUMGD .ncccncccscccces 6 
Dust or Ground 
In Dees, barrels OF DORE. 0.0. 0000s 4 
In packages or in bulk, C. L., mini- 
mum weight 40,000 pounds......... Ss 6 
Marbleized: 
a rn 1 Oe oo oo snd veoe reaasinee R. 26 
In Packages named, C. L., minimum 
Se ” IIs onc oct ccwcnces 5 
Roofing: 
EE Stroh a See waa akalegktoie mai hae mes 3 
EO res ae re ee ere 3 
CE ks on dnckemhee mene wee 4 
Loose or in packages, C. L., minimum 
weight 40,000 pounds. .....cccccccrcees 6 
Scrap: 
In bees, barrels ‘er DOMER..... 220200 4 
In packages or in bulk, C. L., mini- 
mum weight 40,000 pounds......... ‘i 6 
Note.—Slate Slabs two inches or less in 
thickness must be in boxes or crates. 
64 39 19 Asphalt Shingles (see Note): 
Note.—Each bundle must consist of not 
more than one stack of single shingles or 
of multiple shingles in single pieces se- 
curely bound at least once around the ends 
and once around the sides not more than 
one foot apart with rope not less than 
#; of an inch in diameter or with metal 
strap not less than 29 gauge and not less 
than % of*an inch wide, tied or secured 
at each crossing. The edges of bundles 
must be protected against cutting by the 
ropes or straps. 
65 .. .. That specific rating be provided for: 
Animal Tethers, not otherwise indexed 
by name: 
Iron or steel and iron or steel and 
wood combined: 
IN, ooo hia ae vee dass od cae eaters 2 
In barrels, boxes or crates........... 3 
66 95 12 Cans, Empty: Roving, fibreboard or chem- 
ically hardened fibre: 
Se SE ED cow ckesetons de one seces 3tl 
Not nested, in boxes or crates........... D1 
Nested, in boxes, bundles or crates...... 1% 


Nested or not nésted, loose or in pack- 
ages, 


pounds (subject to Rule 27)............ 


c. L., minimum weight 10,000 


bo 


4244 42 — 


= es wo 4 





to 
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67 225 24 Hog Oilers: Cast Iron: 

In packages, loose or on skids......... R. 25 

In packages, loose or on skids, C. L., 

minimum weight 36,000 pounds........ .. 5 

68 .. .. Sheet Iron or Sheet Steel Ware: 

Roasters, Meat, plain or enameled, top 
and’‘bottom pans fitted together and 
enclosing meat rack: 

In barrels, boxes or crateS............ 2 

In packages named, C. L., minimum 

weight 20,000 pounds (subject to 
pA er Ny ae rrr a 4 
Crates: N. O. S., wooden: S. U. 

Not nested, empty or containing straw, 

IEEE. 25s 2.5. s te oe bs Ce Oed: pide bine oa miei D1 
Nested or two completely enclosing one.. 1 
Minimum weight 12,000 pounds (subject 

Oe EE os vintage ahatadiaabekateem sob R. 26 

70 .. +.. That specific rating be provided for: 
Crates: Berry or Fruit: 
S. U., not nested, empty (C. L., mini- 
mum weight 12,000 pounds) evinces” 


69 118 6 


aS = RRS ae reer 1 4 
S. U., nested (C. L., minimum weight 
12,000 pounds) (subject to Rule 27).. 1 4 
K. D. flat or folded flat (C. L., mini- 
mum weight 34,0000 pounds)........ 4 6 
Crates: Berry or Fruit, equipped with 


veneer baskets or boxes: 
Ss. U. (Cc. L., minimum a 12,000 
pounds) (subject to Biwle FT)... 2c 1 4 
K. D., in bundles, baskets or boxes 
nested in bundles (Cc. L., minimum 
— 24,000 pounds) (subject to Rule . . 
D ieele's'o 6 .04-0:0:0'0'5:4'06.6.0:0'0'0:9:6 00.0. 05'0s 80'0 





*Carload rating eliminated. 


RAILWAY REVENUES 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

The first summary of the results of the operations of 
big steam roads in January was made public by the 
Commission March 2. It covers 55 roads with a mileage 
of 46,300, or a little less than one-fifth of the total. 

The operating revenue for the country as a whole rose 
from $54,213,000 to $66,546,000. The expenses rose from 
$43,203,000 to $48,589,000, causing the net to rise from 
$11,010,000 to $18,256,000, or from $242 to $394 per mile. 

In the eastern district the operating revenue rose from 
$32,385,000 to $42,252,000. Expenses went up from #26,- 
405,000 to $30,357,000. The net more than doubled, rising 
from $5,980,000 to $11,894,000, or from $369 to $734 per 
mile. 

In the southern district the operating revenue rose 
from $7,803,000 to $9,489,000. Expenses rose from $6,166,- 
000 to $6,507,000, causing the net to rise from $1,637,000 
to $2,982,000, or from $132 to $234 per mile. 

While the operating revenue in the western district 
went up, there was such an increase in the expenses 
that there was a smaller net than in January, 1915. The 
revenue rose from $14,024,000 to $15,104,000. The ex- 
penses increased from $10,632,000 to $11,724,000. The net 
fell from $3,391,000 to $3,379,000, or from $201 to $194 per 
mile. 

In the seven months of the fiscal year ending with Jan- 
uary the operating revenue for the country as a whole 
went up from $440,988,000 to $502,978,000; expenses rose 
from $317,123,000 to $333,338,000, causing the net to rise 
from $123,864,000 to $169,639,000, or from $2,728 to $3,684 
per mile. In the eastern district the revenue rose from 
$267,845,000 to $308,629,000. The expenses jumped from 
$194,318,000 to $205,933,000, causing the net to rise from 
$73,526,000 to $102,696,000, or from $4,548 to $6,337 per 
mile. 

In the southern district the revenue advanced from 
$60,626,000 to $65,593,000. Expenses declined from $45,- 
622,000 to $43,884,000, bringing the net up from $15,004,000 
to $21,708,000, or from $1,210 to $1,735 per mile. 

In the western district the operating revenue rose from 
$112,516,000 to $128,755,000; expenses advanced from $77,- 
183,000 to $83,520,000, causing the net to advance from 
$35,333,000 to $45,234,000, or from $2,098 to $2,610 per mile. 
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HELP FOR TRAFFIC MANI 


AUTOUUSUNEOOOANNGNEEEGLUEUUUOUOLONOANNAACUROUUUOUOALOUOOOAAGRGETEL UTTAR 


This department is conducted by a traffic man of long 
experience and wide knowledge. In it he will answer ques- 
tions relating to practical traffic problems. 
sire to take the place of the traffic man, but to help him 
in his work. We reserve the right to refuse to answer any 
questions that we judge it unwise to answer or that in- 
volve situations that are too complex for the kind of in- 
vestigation contemplated. Questions will be answered as 
promptly as possible. No answers will be given by mail. 

Address “Help for Traffic Man,’ The Traffic Service 
Bureau, 418 S. Market St., Chicago, III. 





Diversion of Fruit in Transit. 

Q.—As there is such a difference of opinion between 
shippers and some of the western carriers in regard to 
the application of the diversion clause covering the diver- 
sion of fruit in transit as carried in the following, as 
well as some other lines’ tariffs, we wish you would in- 
terpret the meaning of the rule quoted below: 


Carload shipments of fresh fruit and vegetables may be 
diverted in transit or held at a point short of destination on 
written request of the shippers or consignees, at an additional 
charge of $2.00 per car for each diversion, but this privilege is 
granted on condition that the shippers assume all risk of 
damage by decay during warm weather when cars are ordered 
held at points where the carrier has no facility for icing cars, 
or by freezing when cars are held during cold weather at the 
request of shippers. Agents, however, are instructed to protect 
such shipments as far as possible. 


This rule is carried in item 15-E, paragraph (b), Supp. 
20, to O..W. R. & N. Tariff 140-A, I. C. C. 263; rule 55 
in Northern Pacific Tariff 1960-C, I. C. C. 5790, and rule 
9, page 26, of Great Northern Tariff 170-A, I. C. C. A-3987. 

Our interpretation of this diversion clause is, that ship- 
ments which are moving under tariffs carrying the above 
clause and after arrival at their billed destinations, it 
becomes necessary to divert to a point beyond where the 
rate does not base on combination over the diverting 
point, that the charge as mentioned in the above clause 
does not apply, and unless the carriers have published 
in their individual diversion tariff a — for diversion, 
then none should be made. 

In order to bring out more clearly the point we want 
developed, we will cite you a case wherein the Great 
Northern made a charge for diverting after the car had 
arrived at its first billed destination. 

The car was shipped from Wenatchee, Wash., on Oct. 
28, 1915, consigned Northwestern Fruit Exchange, advise 
F. R. Stewart & Co., Everett, Wash., car arriving Everett 
on October 29 at 11:15 a. m. October 30 we requested 
the Great Northern to divert to same consignee at Van- 
couver, B. C.. 

The rate from Wenatchee to Everrett is carried in 
item 612, page 88, of Great Northern Tariff G. F. O. No. 
170-A, as above mentioned, and the rate from Wenatchee 
to Vancouver is carried in item 643, same page and tariff. 

We contend, inasmuch as the above rule states: “May 
be diverted in transit at a charge of $2 for each diver- 
sion” that no charge should be made when diverted after 
arrival unless a provision covering such diversion is car- 
ried in their individual diversion tariffs, but none of the 
carriers above mentioned carry a “diversion after arrival” 
clause in their diversion tariffs. 


Transcontinental Freight Bureau Tariff 2-J, I. C. C. 988, 
Supp. 17, carried the same clause, but was amended 
in T. C. F. B. Tariff 2-K, I. C. C. 1009, which canceled 


We do not de- - 


RLS 2 











496 








2-J, by adding: “or after arrival at billed destination;” 
therefore, it would appear, that carriers had decided that 
the clause as it originally read did not cover in all cases. 

A.—The Interstate Commerce Commission, under “Con- 
ference Ruling No. 72, Reconsignment Privileges and 
Rules,” says: 

(a). Usually the combination of intermediate rates is 
higher than the through rate. Frequently a shipper desires to 
forward a shipment to ? certain point and have the privilege 
of changing the destina.Yon or consignee while shipment is in 
transit, or after it arrives at destination to which originally 
consigned, and to forward it under the through rate from 
point of origin to final destination. Many carriers grant such 
privilege and generally make a charge therefor. 

(b). The privilege is of value to the shipper, and in order 
to avoid discrimination it is necessary for carrier that grants 
such privilege to publish in its tariff that fact, together with 
the conditions under which it may be used and the charge 
that will be made therefor. Such rules should be stated in 
terms that are not open to misconstruction. 

(c). Some carriers do not count a change of consignee which 
does not involve a change .of destination as a reconsignment, 
while others do consider it a reconsignment and charge for 
it as such. .The Commission holds the view that without spe- 
cific qualifications the term “reconsignment”’ includes changes in 
destination, routing or consignee. If carrier wishes to distin- 
guish between such changes in its privileges or charges it must 
so specify in its tariff rules. Reconsignment rules and charges 
must be reasonable, and a charge that would be reasonable for 
a diversion or change of destination might be unreasonable 
when applied to a simple change in destination or more ex- 
pensive delivery. (This rule is the same as Rule 74 of Tariff 
Circular 18A.) . 


Refrigerator Car Charge. 


Q.—Great majority of tariffs have, under Rules and Reg- 
ulations, “Application of Rules of Individual Roads,” 
stating that “shipments transported under this tariff, in 
addition to the rates named, will be subject to the cur- 
rent rules and regulations of the individual carriers par- 
ties to tariff and which are lawfully filed with the I. C. C. 
relating to,” and then a list is given of different services 
that may be performed. 

The question I would like to have explained, supposing 
a shipper in the W. T. L. (Western Trunk Line) territory 
ships perishable freight, same taking a class rate, and 
tariff covering rate is governed by Western Classification 
and Western Trunk Line Exceptions and Tariff carries 
clause as shown in first part of letter—The exceptions 
do not show charge for supplying insulated or refrigerator 
cars, but E. B. Boyd’s Circular No. 12-B carriers’ charge 
of $5 when ordered by shipper. 

The question is, shouldn’t there be reference made in 
tariff covering rate to E. B. Boyd’s No. 12 as per I. C. C. 
Tariff Circular 18-A, rule 4, paragraph H—in other words, 
a party quoting rate and not knowing of Circular 12-8 
would be at sea trying to apply proper charges; as the 
heading reads, Application of Rules of Individual Roads, 
a party quoting rate would naturally look for individual 
road exceptions and rules, but not a committee issue 
unless reference is given to committee issue or heading 
changed to read, “‘Application of Rules of Individual 
Roads, etc., will be subject to the current rules and regu- 
lations of the individual carriers parties to tariff or com- 
mittee issues which are lawfully on file with the I. C. C. 
relating to, ete.,” whereby a party quoting rate would 
go to his W. T. L. issues for rules covering perishable 
freight. 

A.—It is not understood that in order to make tariffs 
issued by individual carriers or their agents subject to 
Agent Boyd’s Circular No. 12-B that such tariffs must 
give specific reference to said circular. 

Exceptions to Classification. 

Q.—Note 65, N., C. & St. L., Exceptions to Southern 
Classification, provides a rating of third class on “bags, 
cotton,” while the original classification provides, in sep- 
arate items, fourth class rating on both “Bags, clayed 
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cotton, in bales, boxes or bundles,” and “Bags, cotton, 
other than clayed, in bales, boxes or bundles.” 

It is our contention that the N., C. & St. L. exceptions 
apply only on cotton bags, and, in order for them to 
assess third class on clayed cotton bags, Note 65 must 
be amended accordingly. An expression from you as 
to your view of the matter will be appreciated. 

A.—The Commission, in case No. 6578, decided Oct. 20, 
1915, said that “Exceptions to classifications must be in- 
terpreted in the light of the classification and the specifi- 
cations and definitions contained therein.” 

Taken alone and without reference to the classification 
proper, the third class rating is apparently applicable on 
all kinds of cotton bags, but, considered in the light of 
the classification, the contention that third class rating 
on “Bags, cotton,” is not applicable on clayed cotton bags 
is perhaps not altogether unreasonable. , 


Carding Through Shipment. 


Q.—A shipment weighing 5,200 pounds is made from a 
point on one railroad in New Jersey to a point on a dif- 
ferent railroad in Pennsylvania to which through class 
rates are in effect. The initial line in New Jersey has 
an arrangement whereby it is understood that less-carload 
shipments weighing 6,000 pounds or over will- usually be 
carded through to destination, thereby eliminating trans- 
fer and also probable delay. The shippers in this in- 
stance, not having sufficient tonnage and desiring to have 
shipment carded through to destination, make out a bill 
of lading “5,200 pounds as 6,000 pounds” and maintain 
that it is perfectly proper for the initial line to bill this 
shipment as 6,000 pounds and card through to destination, 
although the actual weight is 800 pounds less. 

Will you please give me your opinion as to the propriety 
of this? The question of trap-car service does not enter 
into this proposition at all. 

A.—Assuming the arrangement referred to is not pub- 
lished in a legally filed tariff, the manner and extent of 
its use would appear to be discretionary with the indi- 
vidual carrier. 

It seems, however, that the arrangement is of value to 
shippers, and that it, therefore, in order to remove pos- 
sibility of discrimination, should be published in a legally 
filed tariff clearly defining the extent and manner of its 
use. 


PETITION FOR REHEARING 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

A novel petition for rehearing has been filed by the New 
York Central for itself and as lessee of the West Shore 
Railroad in the complaint of the Nitro Powder Co. against 
the West Shore and others, Docket 7353. It asks for the 
rehearing to determine whether the complainant has been 
damaged; whether a reparation order should be made, and 
if so, the amount thereof, and the party or parties to whom 
reparation, if any, should be paid. 

The railroad company asserts that the complainant has 
assigned its claim for reparation to the National Ulster 
County Bank of Kingston and that the bank is calling 
upon it for payment. The claim, as presented to the rail 
road company, is for $4,609.66, which includes interest. 

The petitioner says the complainant has failed to fur- 
nish the freight bills or. in any other manner to help it 
check up on the claim, except in a limited way, that tiie 
shipments number 354, forwarded from Port Ewen, N. Y., 
to various destinations, The New York Central asserts 
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that it is unable to verify two of the shipments; that of 
the remaining 352 shipments the charges on 52 were pre- 
paid and the charges’ on 300 were to have been paid at 
destination; that the complainant has furnished the freight 
bills covering 12 of the prepaid shipments, and 108 of the 
shipments that were not prepaid, but has failed to furnish 
any bills covering the 232 other shipments. The New York 
Central says that without the freight bills it cannot, ex- 
cept with considerable time, labor and expense, investigate 
the facts relating to the payment of the charges. It further 
asserts the evidence produced at the hearing was insuffi- 
cient to afford a proper basis for an order of reparation. 

The sjgnificance of the allegation with regard to the 
failure of the complainant to furnish freight bills is not 
obvious. It is suspected, however, the New York Central 
is endeavoring in this way to test the question as to 
whether it must deal with an assignee of claims upon 
which the Commission has ordered reparatior. 


ANTHRACITE COAL INCREASES 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D.-C. 


No report or opinion was given out in connection with 
the modification announced February 29 of the Commis- 
sion’s order in the Anthracite case, Docket No. 4914. By 
its terms the reductions on hard coal to points other than 


the transhipment ports ordered in the report made the 


latter part of July, 1915, are less radical than at first 
decreed. This is the second time the rates decreed in 
July have been advanced. The advances in November were 
made, it was then understood, to make the rate structure 
symmetrical. The advances announced February 29 seem 
to have been made with a view to preventing fourth sec- 
tion violations by reason of reduced rates at Albany and 
Syracuse. 

In a general way the advances are five cents a ton on 
both prepared sizes and on pea size and smaller. Five 
cents, however, is not the maximum advance. For in- 
stance, from Lackawanna mines to Paterson, N. J., the 
advance is 10 cents, to Syracuse 25 cents, and to Utica 
15 cents on prepared sizes; 13 on pea coal to Paterson, 
14 to Syracuse and 15 to Utica. 

There is no estimate as to the tonnage that will be 
affected. The whole tonnage is 61,000,000. If half of it 
is affected and the advances average five cents a ton, it 
is no trick to conclude that the railroads, by reason of this 
latest modification of the original order, will achieve a 
saving of $1,500,000, thereby reducing their prospective 
loss by reason of the original order from about $7,500,000 
to about $6,000,000. 

Too much confidence must not be placed in those figures. 
Attorney Hines for the hard coal carriers, in his argu- 
ment, placed many figures in the record showing losses 
that would be sustained if reductions were ordered to the 
basis of the original Meeker case, and if they should be 
ordered down to the basis of the order in the Marian case 
or to the basis of the second Meeker case. Since that 
time no one, so far as known, has made a definite esti- 
mate of the loss in revenue that would result from the 
order issued in July which was to have become effective 
October 1. 

The effective date of that order has been twice post- 
poned, so there is considerable confusion in the minds of 
those who have been following the matter, not in its 
minute details, but in a general way. 

At the time the case was submitted there was a general 
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WE ARE ABSOLUTELY 
NEUTRAL 


as to where you locate in the 
Chicago District provided you 
locate on The Belt Railway of 
Chicago—and it will be to your 
interest to give some thought to 
our position. 


The Belt Railway of Chicago is 
engaged solely in transportation, 
neither directly nor indirectly in 
the sale of real estate nor in the 
development of any particular 
locality or property along its 
line. 


Our only interest in the matter 
of the selection of your site is 
that it may most fully meet your 
particular needs. 


We believe The Belt Railway of 
Chicago today offers industrial 
advantages difficult to find else- 
where and would appreciate an 
opportunity of conferring with 
you on the subject if you are at 
all interested. 


The Belt Railway Company of Chicago 


FRANK A. SPINK, Traffic Manager 
229 Dearborn Station Chicago, Ill. 


Telephone Harrison 3690 
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impression that while reductions would be ordered they 
would not be decreed until late in the fall, because the 
financial condition of a number of the weaker roads con- 
cerned in the matter was such as to make necessary seri- 
ous consideration of the question whether the Commission 
ought to order cuts such as would bring them near the 
verge of receiverships, if not actually push tme over into 
bankruptcy. 


The Commission caused a lifting of the eyebrows by 
announcing its decision the latter part of July, at which 
time October was named as the effective date. That ac- 
tion seriously jarred the impression that no reductions 
would be ordered before “late fall.” But the effective day 
was postponed first to November, then to January and 
finally to April 1. In that way the strain on the roads 
not financially strong has been put off until it is believed 
they are in a state of preparedness as complete as they 
can ever hope to have. Besides, their prospective losses 
have been reduced because of the advances that have been 
made over the rates originally ordered. The rates origin- 
ally ordered. (first column) and the latest decreed (second 
column) are as fellows: 


Prepared Pea size and 
sizes. smaller sizes. 


Rates for transportation by the 
Delaware, Lackawanna & West- 
ern R. R. Co. from all points 
named on page (title-page) 1 
in the Delaware, Lackawanna 
& .Western R. R. Co.’s tariff 
I. C. C. No. 8088 to— 


I, ULI, 16 tine é 6 00.0 eG 0c 0k oe 08 $1.45 $1.35 $1.35 $1.22 
EEL BIDE. Ck were leusie de ee was v'bis 04-6 1.45 1.40 1.35 1.30 
i Ot aie ss oe es Gee 00-0-be0a2 we 1.25 1.20 1.14 1.09 
ai, Seidaesbkda oe tole 1.65 1.40 1.36 1.22 
a Ea ee 1.65 1.50 1.36 1.31 
Rates for transportation by the 

Lehigh Valley R. R. Co. from 

all collieries, washeries and 

points named on the _ second 

page in the Lehigh Valley R. 

R. Co.’s tariff I. C. C. No. D701 

to— 
DE: (MUSI, « dobbid ce ceddes eses $7.45 $1.40 $1.35 $1.30 
Bound Brook, N. J. ...cescccccces 1.30 1.25 1.18 1.13 
Phillipsburg, N. J.: 

From Wyoming region.......... 1.00 .95 .80 -75 


From Lehigh and _ Schuylkill 
: DOE a welviectacbcvessenencas’e .90 -95 -73 -75 
Rates for transportation by the 

Erie R. R. Co. from all collier- 

ies, washeries and points on 

the Erie R. R., specified on 

Page 3 in the Erie R. R. Co.’s 

tariff I. C. C. D619, to— 


Mt Me cose es on dp oheecuees $1.45 $1.35 $1.35 $1.22 
Newark, "Nw | a are ee 1.45 1.40 1.35 1.30 
Middletown, | ¥p Soe os eer ee 1.15 1.05 1.05 -95 
Port Jervis, N. VY. occcccccccccecce 1.00 -90 .92 .82 


Rates for transportation by the 
Central R. R. Co. of New Jer- 
sey from all collieries, washer- 
ies and points named on Page 
2 in the Central R. R. Co. of 
New Jersey tarif I, C. C. No. 


A284, to— 
OS SS a Seer rr $1.45 $1.40 $1.35 $1.30 
Biligabeth, Ni. J. .uccccccccccescces 1.45 1.40 1.35 1.30 
U0. oD, occebseoobe cneeed 1.25 1.20 1.14 1.09 
Phillipsburg, N. J.: 

From Wyoming region ......... 1.00 .95 .80 7d 

From Lehigh region ........... .90 .85 73 .68 
Rates for transportation by the 
’ Delaware and Hudson Co, from 

all points and stations speci- 

fied on Page 2 in the Delaware 

& Hudson Co.’s tariff I. C. C. 

No. 11170, to— 
Albany, > Me obs cweteces ee eenes $1.65 $1.60 $1.36 $1.31 
Pe in. a ceeeveseetnesd ovcene'ee 65 1.60 1.36 1.31 
Mec Ec crieeiian eer eae, 1.60 1.36 1.31 


EMBARGO HEARINGS. 

The Commission March 2 announced that it would in- 
formally on March 6 and 7 hear representatives of all in- 
terests who desire to express views as to the cause of con- 
gestion at eastern terminals and present proposals for 
relief by tariff changes or otherwise. This is in connection 
with the Commission’s initiative inquiry inté this subject. 
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PERSONAL NOTES 


Ed P. Byars has been elected traffic manager of the 
Fort Worth Freight Bureau. He has been assistant traffic 
manager for three and a half years, prior to which time 
he was chief clerk of the bureau since its inception nine 
years ago. His experience extends over a_ period of 
twenty-one years and he is thoroughly familiar with mat- 
ters pertaining to freight rates in the southwestern ter- 
ritory. He was for twelve years connected with the 
traffic and transportation departments of the International 
& Great Northern, Sunset-Central lines and the Texas & 
Pacific railroads. Beginning as a telegraph operator at 
Hearne, Tex., for the I. & G. N. when fourteen years old, 








E. P. BYARS. 


at which time he was known as the youngest telegraph 
operator in Texas, he rose steadily in the service, becom- 
ing, successively, station agent, train dispatcher, combina- 
tion stenographer, operator and rate clerk, chief clerk, 
soliciting freight agent and commercial agent. He re- 
signed the latter position to accept service with the Fort 
Worth Freight Bureau in 1907. He has earned a reputa- 
tion for being a consistent student and a hard worker. 
In addition to his duties with the bureau, he is now a 


student at a night school of law. 
Paul A. Rochester has been appointed traffic manager 


of the Catskill Evening Lines, with offices at New York. 

R. B. Cunningham is appointed division freight agent 
of the Atchison, Topeka & Santa Fe Railway Co., al 
Topeka, Kan. 

L. P. King is appointed commercial agent of the Savan- 
nah & Statesboro Railway Co., with headquarters ait 
Statesboro, Ga. 

George Stephen is appointed assistant freight traffic 
manager of the Canadian Northern Railway, Lines wes! 
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of and including Port Arthur and Duluth, with office at 
Winnipeg, Man. 

The Central-Hudson Steamboat Co. announces the fol- 
lowing changes: H. Scott Corwin, traveling freight and 
claim agent, retires; A. J. Dubreuil, traffic manager, re- 

Charles E. Webb, general agent of the Chicago & North 
Western Ry., at Houghton, Mich., has resigned to become 
secretary of the Michigan Association of Railways, with 
headquarters at Grand Rapids, Mich. 
tires; W. A. Van Steenbergh has been appointed traffic 
manager and claim agent, with office at Newburgh, N. Y.; 
F. R. Shaw has been appointed agent at New York, N. Y.; 
W. J. Montfort has been appointed agent at Newburgh, 
N. Y.; Capt. W. L. Dennis has been appointed agent at 
Albany, N. Y. 

E. S. Keeley, vice-president of the St. Paul railway, has 
announced the appointment of W. S. Howell as industrial 
agent, a newly created position, with headquarters in 
Chicago. Mr. Howell, who has been connected with the 
St. Paul longer than twenty-five years, formerly was assist- 
ant general freight agent. 

The Louisville & Nashviiie Railroad Co. announces that 
E. H. Wigand is appointed traveling freight agent, with 
headquarters at Memphis, Tenn., vice E. B. Reynolds, 
resigned; C. C. Culp is appointed soliciting agent, with 
headquarters at Memphis, vice E. H. Wigand; J. J. Co- 
burn is appointed traveling freight agent, with head- 
quarters at Dallas, Tex., vice J. A. Brooks, resigned; Wil- 
liam L. Evans is appointed soliciting agent at New Orleans, 
La., vice J. J. Coburn. 

John B. Large has been appointed division freight agent 
of the Pennsylvania Railroad Co., Northern Division, with 
office at Buffalo, N. Y., vice Edward T. Johnson, retired; 
William C, Glynn has been appointed division freight agent, 
Central Division and Northern Division, with office at 
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Erie, Pa., vice John B. Large; Edward S. Neilson has 
been appointed division freight agent, Eastern Pennsyl- 
vania Division, Western Pennsylvania Division and Cen- 
tral Division, with office at Altoona, Pa., vice William C. 
Glynn. 

Henry Talbott, chief of the division of indexes of the 
Interstate Commerce Commission, who died Feb. 28, was 
ill for practically two months. He was confined to his 
home until two weeks before his death. He came out then 
against the advice of his physicians. Secretary McGinty 
told him to go home when he reported for duty two weeks 
ago. He soon thereafter became so ill that he had to 
remain indoors. Two days before his death his condition 
became so serious that the attending physicians said he 
could not live much longer. In an effort to save his life 
they resorted to a serum treatment intended to neutralize 
the poison generated by an attack upon his kidneys reach- 
ing the spinal column and the brain. It did not, how- 
ever, stop the progress of the disease. 

The traffic department of the Carolina, Clinchfield & Ohio 
Railway announces the following appointments: I. L. Col- 
born, traveling freight agent, and Thomas L. Gleason, 10 
succeed him as soliciting freight agent, with offices at 
Chicago; J. F. Davis, traveling freight agent, and C. D. 
Alexander, soliciting freight agent, to succeed H. W. Wil- 
son, with offices at Columbia, S. C.; W. N. Bass, com- 
mercial agent, R. W. Hornsby, traveling freight agent, to 
succeed him, and H. W. Wilson, soliciting freight agent to 
succeed Mr. Hornsby, with offices at Spartanburg, S. C.; 
C. P. Dickson, soliciting freight agent at Raleigh, N. C.; 
H. C. King, soliciting freight agent at Atlanta, Ga.; H. E. 
Partridge, Jr., traveling freight’ agent, Jacksonville, Fla.; 
D. H. McCalla, soliciting freight agent, Macon, Ga.; H. W. 
Tuttle, traveling freight agent, Detroit, Mich.; W. K. 
Young, commercial agent, Pittsburgh, Pa.; K. L. Hamilton, 
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General Offices, Harris Trust Building, Chicago 
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We Build New Tank Cars 


en Office: 
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Peoples Gas Building 


Pacific Coast Office: 
24 California Street 
San Francisco 


For Lease 


KEITH CAR COMPANY 


Rebuild Old Tank Cars 


CHICAGO, ILL. 
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Jr., commercial agent and R. M. Beak, soliciting freight 
agent, Ashland, Ky.; E. S. Hiner, commercial agent, and 
L. E. Sauer, traveling freight agent to succeed him, Cin- 
cinnati, Ohio; J. M. Denton, soliciting freight agent to 
succeed J. F. Davis, at Charlotte, N. C. 


DOINGS OF THE TRAFFIC CLUBS 


Prof. A. W. Trettein, of Toledo University, will address 
the Toledo Transportation Club at its monthly meeting 
and dinner Saturday evening, March 4, on “Conservation 
of Human Life.” 








The sixth annual meeting of the Traffic Club of the 
Cincinnati Chamber of Commerce was held Friday even- 
ing, Feb. 25, in the main Exchange Hall of the Chamber 
of Commerce. A cabaret and vaudeville entertainment 
was a feature of the dinner. The speakers were Luther 
M. Walter of Chicago and William B. Melish, president 
of the Cincinnati Chamber of Commerce. In addition to 
touching upon various phases of the Act to regulate com- 
merce, Mr. Walter spoke of the enormous volume of work 
devolving upon the Interstate Commerce Commission, and 
lauded its work. The election resulted in a victory for 
the regular ticket, the successful candidates being: 
Chairman, B. H. Stockman, of the Norwood Sash & Door 
Co.; vice-chairman, A. O. Galloway, of the Philip Carey 
Manufacturing Co., and secretary, Thomas J. McLaughlin, 
of the Higgin Manufacturing Co. William S. Groom, the 
retiring chairman, presided. 





Robert C. Wright, freight traffic manager of the Penn- 
sylvania Railroad, addressed the Traffic Club of Baltimore 
Feb. 29 on “Confidence.” He said, in part: “The first 
step in mutual confidence between the carriers and the 
public is to restore the public’s confidence in the carriers. 
I realize perfectly that the public’s lack of confidence in 
the railroads has been more or less justified in the past, 
due to the practices of the carriers, but let by*gones pe 
by-gones. We must look ahead, not behind. It is unfair 
to refer continually to the abuses of times gone past, in 
an effort to keep alive hostility toward the railroads. There 
is still too much of an effort to make personal capital 
out of throwing rocks at a railroad; it is a cheap amuse- 
ment, and often it wins the plaudits of the multitude, but 








WE LEASE TANK CARS 
ALL STEEL MODERN EQUIPMENT 


LIQUIDS DESPATCH LINE 


2500 S. Robey St., Chicago, Ml. 
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POSITIONS WANTED OR OPEN 


GOOD MEN ARE ALWAYS IN DEMAND, AND THE 
Traffic World is the logical medium for getting the men 
and the positions in touch with one another. 
for classified advertisements are as follows: 
inch first insertion, $1.00 per inch second insertion, $0.50 
per inch each additional insertion, payable in advance. 
Keyed advertisements forwarded free and all correspond- 
ence held in strict confidence. 

THE TRAFFIC WORLD, 


418 So. Market Street, Chicago. 











TECHNICAL TRAFFIC MAN—Graduated and experi- 
enced along mining, metallurgical and chemical lines. 
Traffic manager for past two years. Business and execu- 
tive ability. Some knowledge of Spanish from one year 
in Mexico. Age 35. Desires change of location. Wouid 
join large traffic department or handle traffic business 
for smaller company and combine with other. duties. 
E. L. 8, care Traffic World. 


Situation wanted by a thoroughly experienced TRAFFIC 
MAN. Two years as bill clerk, five years as rate clerk 
in general office of railroad handling claims, one and onc- 
half years as manager of traffic bureau. If a good chance 
for advancement, would be willing to start on moderate 
salary. A. M. 4, care of The Traffic World. 





Position as TRAFFIC MANAGER, by married man, 
30 years of age. Competent in traffic affairs, wide ex- 
perience, large acquaintance among railroad traffic 
officials. Capable in operating capacity, proficient in han- 
dling claims to quick settlement. Can organize a de 
partment that will save you money. Now employed by 
large steam road organization. Will locate anywhere; 
familiar all territories. P. K. 64, The Traffic World, 
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BOX STRAPPING will do away with PILFERING and DAMAGE 


A neat appearing package, securely banded, is an indication of special care 
ACME BOX STRAPPING is PREPARED in NEAT 
COILS OF 300 and 3,000 Feet on Coil-Holders. 


ACME NAILLESS CORNER STRAPS 


for your customer. 


ACME STEEL GOODS CoO. 


MANUFACTURERS 


Archer Ave. and Bonfield St’ 
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is it fair? Is it conducive to that restoration of mutual 
confidence, which, I believe, is so necessary in solving 
the railroad problem? Our railroad company must have 
rules and regulations, which we try to make as fair and 
reasonable as we can to the greatest number; these rules 
and regulation will always, in instances, bear hard on 
some particular situation, and may seem unjust and un- 
reasonable, but under the law these rules and regulations 
must be non-discriminatory and must apply to everyone 
alike. We are sitting up nights trying to frame all our 
rules to be fair to everyone. We want to run the railroad 
so as to make the greatest number of friends and the 
smallest number of enemies. We are now in the midst 
of a very trying freight congestion, necessitating placing 
embargoes to-day and lifting them to-morrow. Many people 
probably think us mean and arbitrary in placing these re- 
strictions, sometimes, but they wouldn’t if they knew how 
we are working to protect the interest of the shippers, 
especially those local. to our own lines. Our purpose is a 
selfish one, I admit. We want to make friends of our 
patrons; that means more patrons and more money.” 


UNIFORM REGULATION 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Arguments in favor of a unified control of the regulation 
of commerce and railroads were made to the House com- 
mittee on interstate and foreign commerce, February 29, 
by Frank Trumbull, chairman of the board of directers of 
the Chesapeake & Ohio, and Alfred P. Thom, general coun- 
sel for the Southern Railway. The committee had under 
consideration the Rayburn bill and the Newlands resolu- 
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tion. The subjects covered by them are so closely related 
that the committee is considering them concurrently. - 

“The states must choose between the federal regulation 
of railroads and government ownership,’ said Mr. Thom. 
In making that declaration he was speaking in behalf of 
the Railway Executives’ Advisory Committee, representing 
84 per cent of the railway mileage of the country. He 
treated the situation now existing as intolerable because 
of the conflict between the national regulating body and 
the regulating bodies of the forty-eight states. Although he 
is a southern man and therefore supposed to be in favor 
of what is called “‘states rights” he planted himself squarely 
on the proposition that many states have exceeded their 
rights, to the.damage not particularly of the national body, 
but to the hurt of sister states. 

In doing that he took the stand taken by Louisiana in 
the Shreveport case, which was that no state has the right 
to do anything that will hurt another state. 

Mr. Thom advocated a thorough investigation of the 
whole subject, such as proposed by the president in his 
annual address to Congress. Gossip has had it that Mr. 
Thom is the man who made the suggestion adopted by the 
president, who listened to Senator Underwood and Under 
wood’s advice when the suggestion that resulted in the 
Newlands resolution was laid before Congress. He cited 
instances, all familiar to readers of The Traffic World, in 
which one state has made rates that resulted in injustice 
to a neighboring state, all of which are usually grouped 
under the caption “Shreveport Cases.” He said the situa- 
tion that has developed by reason of attempts of states to 


, make “state” rates is exactly that which was in existence 


while the United States existed under the articles of Con- 
federation, and which situation was changed for the better 





Other Traffic Managers 
Are Convinced 











Hoboken Shore Road 


connects with 
D. L. & W. R. R. 





Hoboken Shore Road—a terminal belt line on the Hoboken 
Shore—has made a record in relief of freight congestion 
in the Port of New York. As a result, everywhere through- 
out West and South traffic managers are billing their 
freight “Via Hoboken Shore Road,” thus avoiding tie-ups, 


and assuring themselves of making steamer connections. 
i 





Hoboken Shore Road Will 
Rescue Your Freight From Delay 








Our service costs you nothing on carlots. Our earnings 
are paid by the trunk lines. 

We move freight directly between the trunk lines and 
steamship companies (listed to the right) with ONE 
HANDLING, by using trucks which carry a ton at a time. 
All our equipment is modern. Our switching facilities are 
practically perfect. - 

We co-operate with the railroad handling your freight. We 
can save you time, breakage, money, claims, forfeitures. 


Why not use our efficient terminal service in your next 
Eastbound shipment? A trial will convince you. 
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by the commerce clause of the Constitution, which gave 
Congress complete control over the regulation of commerce. 
There is no question, he said, about the power of Congress 
to regulate every rate in the country. The fact is that 
Congress has merely failed to do so. That is the gist of 
the Supreme Court’s decision in the Minnesota Rate cases. 
What Minnesota did was upheld, he said, merely because 
Congress had not acted, and further, because it was not 
proved that the rates are confiscatory, except as.to one or 
two ‘railroads. 

Mr. Thom said the railroads favor such a comprehensive 
inquiry into the whole matter as has been proposed. The 
fact that Senator Borah amended the Newlands resolution 
so as to require the proposed joint committee to make an 
appraisement as to the relative value of government owner- 
ship and government regulation of private ownership has 
not made the railroads lose their liking for the proposed 
inquiry. They favor a constructive program of regulation— 
one that will preserve what is good inp private ownership 
and do away with the evils of a divided regulation. 

Mr. Trumbull favored supervision of the issuance of rail- 
road securities, but said it should be part of a unified plan 
of regulation. At present one state approves what another 
disapproves and there is nothing certain about anything 
pertaining to such matters. 

Mr. Trumbull said the Clayton law provides some pro- 
tection against the abuses that have taken place in the 
issuance of securities by forbidding directorates that make 
possible such stock jobbing as has been a scandal in finance 
and an embarrassment of unappreciated weight to all hon- 
estly managed railroad enterprises. He expressed the hope 
that Congress will emancipate investors from all state in- 
terference and stop the waste of the present system. He 
said New York will be the financial center of the world 
after the war if Americans rise to their opportunities. They 
must increase their foreign trade, but unless Congress ex- 
ercises exclusive control over commerce the advances that 
are now within our opportunity will not be made. 

Commenting on the fact that there was less new mileage 
constructed in 1915 than in any year in the history of the 
United States, Mr. Thom said the decline is attributed 
largely to the uncertainty felt by investors. He predicted 
that a continuance along present lines will result in a 
decrease in commerce. Investors will not employ their 
money where there is so much uncertainty as there is by 
reason of the conflicts between state and federal regulatory 
bodies. 

Representative Sutherland asked if the railroads are not 
now proposing to discriminate between the states in the re 
adjustment of rates on lake cargo coal rates. Mr. Thom 
said he knew nothing about the merit of that dispute, but 
he added there was no reason why any discrimination, as 
between states, should be permitted on the part of any 
railroad. He observed, however, that discriminations are 
produced by states rather than by the railrdads. 


POSTING OF EXPRESS TARIFFS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


The Commission, on February 25, issued a revised rule 
with regard to the posting of express tariffs under the 
sixth section of the act which brings the practice, with 
regard to such tariffs, into complete harmony with the 
practice respecting freight tariffs. The only change is 
that which requires the express companies to keep com- 
plete files of their tariffs at designated points, stamped 
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so as to show the time of the receipt of the tariffs and 
supplements. The object is to make it certain that every 
tariff and supplement or reissue will be posted for the ful] 
thirty days required by the statute. The order, while made 
public on February 25, bears date of February 18, which 
is the day the Commission considered the matter in con- 
ference. ‘ 


JOSEPH CASE IN COURT 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C, 


The Isaac Joseph Iron Co. case, which created such a 
stir among railroads and shippers that the Commission 
decided to raise it from its lowly estate as an unreported 
case to that of a reported one, has gone to the courts in 
Cincinnati. The railroads refused to make reparation, 
as ordered by the Commission, and the complainant has 
sued for about $700. : 

In that case the Commission decided that a combination 
of a proportional from Houston to New Orleans and a 
through rate from New Orleans to Chicago on scrap iron 
could be used, notwithstanding a supposed restriction in 
the tariff saying the proportional would not be applicable 
to a point to which a through rate applied. There was a 
through rate from Houston to Chicago higher than the 
combination via New Orleans and the Commission, in 
effect, held the fourth section could not be disregarded by 
an attempt to restrict the use of a proportional rate. 


COMMISSION ORDERS. 
The Commission, Feb. 29, denied a rehearing in the East- 
ern Live Stock case, I. & S. 603. . 
The Commission February 29 changed the effective 
date of its order in the Lorain & Southern part of the 
second Industrial Railways case, from April 1 to May 1. 


BOAT LINE OWNERSHIP 


(Continued from page 470) 

complain of such vexation when the order is to 
cure some real evil, but why should it be caused 
merely by the pursuit of a theory? 

The Commission is now having its troubles over 
a somewhat similar order, which, if no change is 
made, will result in Baltimore having no rail and 
water service toecertain river points. Commercial 
interests are much aroused and are in conference 
with the commissioners. We are not attempting to 
decide the case, but we should say it would be safe 
to allow the railroads to retain their ownership of 
the boats unless some positive evil resulting from 
that ownership can be shown or some positive good 
can be looked for from réfusing it. A bad condition 
has been prevented on the great lakes by the pur- 
chase of the boats by the Great Lakes Transit Com- 
pany, but there was no assurance that such a com- 
pany would come forth nor is there any assurance 
in the Baltimore case that the railroads will or can 
sell their boats to persons or corporations that will 
operate them as they have been operated. And even 
if there could be such assurance, what would the 
change in the arrangement profit the public? 
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Directory of Transfer Agents, Freight Forwarders, Warehousemen, Custom House Brokers , Ete, 
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BANGOR, ME. 


HENRY McLAUGHLIN & CO. 


GENERAL STORAGE 
Forwarding and Distributing 
Rall and Water Connection 





Carter Transfer & Storage Co., Inc. 


FORWARDERS TO PACIFIC COAST POINTS A 
- SPECIALTY. 
DISTRIBUTORS OF CAR LOAD LOTS. 
FIREPROOF STORAGE—LOWEST INSURANCE RATES 


LINCOLN - - - - NEBRASKA. 





SHREVEPORT, LOUISIANA 


Caddo Transfer & Warehouse Co. Inc. 


Special attention given to merchandise stock storage 
accounts. Carloads for distribution, less carloads for 
City Delivery. Reshipments and forwarding by Express 
or Parcel Post. 


TWO LARGE W'AREHOUSES ON RAILROAD TRACKS. 








Western Transfer and Storage Co. 
616 to 5622 San Francieco St. 
EL PASO, TEXAS. 
FORWARDERS AND DISTRIBUTORS. 


DISTRIBUTION CARS A SPECIALTY. 
TWO WAREHOUSES ON TRACK. 


Cut Rate Package Car Service from Seaboard Territory. 





EDGAR’S SUGAR HOUSE, Inc. 


5230-532 LAFAYETTE BLVD. 
DETROIT, MICH. 
~ fireproof warehouses on tracks ef princi rail- 
The enly two fireproof warehouses on e river 
= Lowest insurance rates in the city. Twelve auto 
trueks fer delivery. Write for further particulars. 





Buffalo Storage & Carting Co. 


350 Seneca St., Buffalo, N. Y. 


Storage, Transfer and Forwarding 
Warehouse on New York Central Tracks 





PORTLAND, OREGON 
OREGON TRANSFER COMPANY 


474 Glisan St. Established In 1868 
GENERAL TRANSFER AND STORAGE BUSINESS 
Special attention given to merchandise stock stor- 
age accounts, carloads for distribution, less car- 
loads for city delivery, reshipment and reforward- 
ing by express or parce] post. Own and operate 
two class A warehouses on terminal tracks. . 

No Switching Charges on Carload Shipments 


TOLEDO, OHIO 


STORAGE—FORWARDERS— DISTRIBUTORS 


The best distributing point for northwestern Ohio, BE and In- 
diana. We have direct track connection with each of the 23 railroads, 

interurban and five passenger steamship lines Seales Toledo. No 
switching eharges om oar lots, either in or out. 


The Toledo Warehouse Co.’ 


Solicited. 1308-19 La Grange St. 
Members American and Interstate Warehousemen’s Associations. 
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Albany Terminal Warehouse Company 
10 TIVOLI ST., ALBANY N. Y. 
STORAGE FORWARDERS 
BUILDINGS, WITH SIDE TRACK, SUITABLE FOR 
BRANCHES, TO LET. 








ST. JOSEPH TRANSFER CO. 


“ PONY EXPRESS ” 
8ST. JOSEPH ° - ° MO. 


MERCHANDISD STORAGE WAREHOUSE 
CARLOAD AND L. C. L. DISTRIBUTION, 
PROMPT SERVICE GUARANTERD. 








CHICAGO— 
Chicago Storage & Transfer Co. (Not Inc.) 


6851-61 WEST 65TH STREET 
Excellent facilities for shipping L. C. L. lots without 
cartage. Carload distribution a specialty. Daily motor 
deliveries throughout the city at very reasonable prices. 
Floors for rent. 
INSURANCE TWENTY CENTS. 








Byvank Transfer & Storage Co. 


823-825 Lafayette St. 
WATERLOO, IOWA. 


RESHIPPING AND DISTRIBUTING 
A SPECIALTY. 





MILWAUKEE 


The Union Transfer Co. 


107 REED STREET 
FREIGHT TEAMING—SHIPPING AND RECEIVING 
AGENTS 
CARLOAD DISTRIBUTORS 
The Best Equipped Transfer Company in the City 


The Wiley & Nicholls Co. 


UNITED STATES BONDED WAREHOUSES AND 
GENERAL STORAGE-DISTRIBUTORS 


Warehousemen and Forwarding Agents. ‘ Drayage and 
Heavy Hauling a Specialty. Fireproof Warehouse. Low- 
est Insurance Rate in City. 


GALVESTON, TEXAS 
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Directory of Transfer Agents, Freight Forwarders Warehousemen, Custom House Brokers, etc 


EXPORT SPECIALISTS 


THROUGH RATES 


MARINE INSURANCE 


LEAVE IT ALL TO US < War RIsK 


CONSULAR ARRANGEMENTS 


COLLECTIONS 


Completely Covering] Shipments by 
RAIL and OCEAN 
to AikyParts of the World. 


JUDSON FREIGHT FORWARDING CO. 


Home Offices: CHICAGO NEW YORK BOSTON PITTSBURG ST.LOUIS LOS ANGELES SAN FRANCISCO 
Foreign Ageneies in All Principal Cities and Ports in Europe, Asia, Afries, Australasia, China, Japan, South America, Philippine Islands, etc. 


Security Wareheuse Company 
MINNEAPOLIS, MINN. 


Northwestern Distributors for nearly all Nationally 
Advertised Commodities—Twenty Car Trackage 


Space, 
Motor Truck delivery in Minneapolis and St. Paul 


FORT WAYNE, INDIANA, 
WAREHOUSES 


Grand and Harrison Streets 
Francis and Hayden Streets 











D. A. MORR TRANSFER AND STORAGE C9. 


KANSAS CITY, MO. 
OBR tees Central Street 
TRANSFER ERCHANDISE STORAGE, ea 
ING, DISTRI UTION AND CITY DELIVERIES. 
Direct Connections With All Rallroads. Fireproof Storage, 
Sprinkler System. 





Springfield, Mass. 


Central Warehouse & Transfer Co. 


Office: 315 Bridge St. 


TRANSFERRING AND RESHIPPING. 
GENBRAL STORAGE, FURNITURE STORAGE, ETC. 





Established 1890. From long and practical experience 
we know your needs. Write for information. 


Witkin Trucking Company 


Main Office, 30 BURLING SLIP, 


NEW YORK, N. Y. 


“HE SERVES BEST WHO SERVES WELL” 





Minneapolis Transfer & Warehouse Co. 
MINNEAPOLIS, MINN. 
122 SOUTH FIFTH STREET 


DISTRIBUTORS OF POOL CARS AND GENERAL 
WAREHOUSING 





CHICAGO 
Jos. Stockton Transfer Co. 


536 The Rookery Building 


Teaming of Every Description—City Delivery Service 
and Carload Distributors. 


PITTSBURGH, PA. 


FIREPROOF AND NON-FIREPROOF WAREHOUSES 
PENNSYLVANIA SIDING LOWEST INSURANCE 
Write us about storage or distributing 
HAUGH & KEENAN STORAGE & TRANSFER CoO. 





Central Warehouse Co. 


Storage—forwarding 


Trackage Ceznnection with all railroads entering the 
Twin Cities. 


Minnesota Transfer, Minn. 


PHILADELPHIA, PA. 


BEST DISTRIBUTING POINT IN THE EAS} 


Railroad Sidings, Penna. R. R. and Phila. & Reading 
Experienced in giving Best Warehouse Service 
sCOrt. PAPER CoO. WAREHOUSE 
R. CLE . Manager 
Very low insurance. 





Trackage, PE Pi 18 cars a day. 





Omaha Fireproof Storage Co. 


806-18 SOUTH 16TH ST., OMAHA, NEB. 


EIGHT AND ONE-HALF ACRES FLOOR SPACE 
INSURANCE RATE 20 CENTS 
TRACKAGE mes 10 CARS. GENERAL TEAMING 

ND AUTO SERVICE. 





Savannah Bonded Warehouse & Transfer Co. 
SAVANNAH, GEORGIA 
GENERAL STORAGE—RE-CONSIGNING—DISTRIBUT- 
ING—FORWARDING—PROMPT AND EFFICIENT 
SERVICE—EXCEPTIONAL FACILITIES— 
CUSTOM HOUSE BROKERS 
Members American Chain of Warehouses 
Members American Warehousemen’s Association 





Louisville Public Warehouse Co., Inc. 
LOUISVILLE, KY. 


Import and export freight contractors, transfer and 
reshipping agents, custom house brokers. Bonded and 
free warehouses. 


As a Friend of THE TRAFFIC WORLD please Mention the paper in writing to advertisers. 











For Commerce Attorneys and Traffic Men 
Notes To 
Interstate Commerce Commission Reports 


By KARL K. GARTNER, Attorney 
Interstate Commerce Commission 


ny <n 


How do you know that the case on which you are 
relying is still authority? 

A glance at Gartner’s Notes will show you what has 
happened to the case on which vou rely,—whether it has 
ever been subsequently discussed; reconsidered, modified, 
affirmed or overruled. 


If your adversary uses Gartner’s Notes and you do not, 
he has you at a disadvantage. Hundreds of men are using 
these books to great advantage. 


Send your order at once to the publishers 


Two volumes, price $45.00 delivered 


Fhe-work is kept to date by semi-annual Supplements at $10.00 per year 


The Baldwin Law Book Co. 


INCORPORATED 


523 Court Place, - - - - Louisville, Ky. 


ORDER FORM 


The Baldwin Law Book Co., 
523 Court Place, Louisville, Ky. 
Send Gartner’s Notes to Interstate Commerce Reports, two volumes, buckram binding, at $15.00. 
Enter subscription for Semi- annual Supplements to same at $10.00 per year. 
It is agreed that all future bound volumes are to be delivered without further cost so long as this 
subscription is kept up. 
You are to furnish a binder to hold the Supplements. 


ee BO Sa ie ok Soh keds Kea enclosed. 








